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What made Don Wayn 
-abandon his Trans Am? 


The KZ1000 ITD. 
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Kawasaki believes in riding safely. Check local laws before you ride. Member of AMA, MIC and MSF 


Don, himself, couldn't explain it. It sneaked with all the muscle you could ever need. 
up on him. An irresistible urge, as though Could it be the all newfeatures of the 
the LTD had plucked him from his car. LTD? The vacuum-controlled accelerator 
There was something about the custom pump carburetor that gives you quicker sess 
styling and special graphics that straight- acceleration. Or the automatic cam chäin 
ened your back and let you walk real easy. tensioner? The newly d signed Cast alloy 
M.  Itwasoneofakind. Lowdown, meanyand™ wheels witha il6”reartire? Was it the dual 
eye-grabbing...a strictly limited edition. front and single rear drilled disc brakes, 
And to that you had to add the power. or that extra low center of gravity that kept 
After all, when you got down in that body- you smiling through the corners? 





contoured custom stepped seat, you were Nobody was really sure...but without 
sitting over a 1015cc, 4-stroke, 4-cylinder, the LTD they knew they were missing 
A double overhead cams, KZ engine. something. Something they could only get 


A machine to move you and thrillyou  froma Kawasaki. 


Kawasaki 


Dont let the good times pass you by. 











New Honda XR185. 
Quick & Dirty. 


The dazzling new 1979 Honda ing CD ignition and delivers its kickstarting easier. 

XR185. Quick, from its torquey power through a smooth six- Long-Travel Suspension. 

yet high-revving engine, speed transmission. There's Wrapped around the snappy 
long-travel suspension and in- even an automatic decompres- Honda power plant is a diamond- 


credibly light dry weight. Dirty Sion system to help make configuration steel 
is when it’s happiest — ridden 

over rough terrain, through 
muddy goo and across wash- 
board-type desert. But there's 
nothing quick and dirty about 






Folding shift lever 
and brake pedal tips. 


the engineering that has gone 
into the new XR185. 


Four-Stroke Power. 
The big-bore, short-stroke 
OHC single-cylinder 
engine can tackle 
everything from the 
rigors of serious en- 
duro competition 

to the leisurely 

pace of a weekend 
trail ride. It’s fired 

by a hot-spark- 


frame with 11.2 inches of 
ground clearance. Up front 
you'll find 8.5-inch travel 
leading-axle forks to soak up 
punishment while a pair of 




























CR-type gas shocks, yielding 
7.5 inches of rear wheel travel, 
does the same in back. 


Enduro-Ready Details. 
Even with its responsive en- 
gine, well-engineered chassis 
and plush suspension, Honda 
went even further to 
ensure the enduro- 
ready state of the new 
XR185. The accurate 
speedometer has huge 
tripmeter numbers and | 
an oversize reset knob 
that’s easy to use with 
gloved hands. Both shift 
and brake pedal tips 
fold to reduce damage. 
The long rear fender 
supports the back half 
of the enduro lighting system 
and an easy-to-get-at tool bag. 
The front brake has a trailing 


Exclusive, 
Honda-designed 
claw-action tires. 





Always wear a helmet and eye protec- 
tion when riding. Designed for off-road, 
operator use only. For free brochure, write: American 
Honda Motor Co. Inc., Dept. C19XR, Box 50, Gardena, 
California 90247. See Yellow Pages for nearest 

dealer. ©1978 American Honda Motor Co. Inc. 





Tool bag, enduro taillight, long fender. 


arm that’s tucked in behind the 
fork leg. Engine protection 
comes in the form of an alumi- 
num alloy skid plate. And the 
XR185 comes with new, Honda- 
designed claw-action tires for 
that extra edge in traction. Best 
of all, the new XR185 weighs 
only 216 pounds dry! That's as 
light as its two-stroke 
competition! 

It's advanced Honda engineer- 
ing and meticulous attention 
to detail that make the new 
1979 Honda XR185 such a 
quick and dirty machine. Check 
it out today at your Honda 
dealer—and clean up! 






GOING STRONG! 
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The One, 
The Only- 
Triumph 
Bonneville 

1979 


SURPASSES THE REST 


Triumph gives you the original 
classic design and one of the finest 
handling machines on the road today. 


ONLY after you’ve experienced 
the Feel of a Triumph will you appreciate 
the dedication and personal pride that 
we put into every motorcycle we build. 
Triumph understands the intimacy 
between a man and his machine. 


THE BONNEVILLE 750 
VERTICAL TWIN is Exciting, 
Challenging and Distinctive...and 
1979 adds even more! 


We make the ORIGINAL...See 


one at your nearest Triumph dealer. 





©Triumph Motorcycles America Inc. 
177 W. Orangethorpe Avenue, P.O. Box 1060 
Placentia, California 92670 
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This Month's Cover: When Yamaha's research 
indicated in 1971 that there was a large 

potential market for a customized, chopperized ` 
version of the 650 Yam twin, the executives 
didn't believe it. Sales in 1978—25,000 

650 Specials sold—changed their minds. 

Now there's a 750 Special to go with the 

650, and an 1102cc Special which stands - 
alone—both in the marketplace, and in the 

field, where Robin Riggs photographed it. 
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Road Tests 


Yamaha XS Eleven SF Special 
Could this be the finest Triumph Bonneville ever built? 
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World's first twelve-second middleweight. 
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DON’T PUSH IT 


The Lockhart Cooler System 
is our dip-brazed radiator 
coupled with the optional 
BP-180 thermostat for cold oil 
flow control. 

Available in black epoxy or 
polished chrome. Thermostat 
available separately or in black 
System Kit. 





Get a Lockhart cooler system. 

Your bike’s oil can break down when 
you need it most. Accessories, passengers, 
hard riding and motor modifications can 
build up heat enough to cook your oil. 
After the additives have evaporated, 
sludge settles into the valve guides, piston 


‘rings, and bearings. 


Varnish can accumulate in the motor, 
increasing friction and cutting power. Hot 
oil can produce balky shifts and grabby 
clutch operation. : 

There is a solution: The Lockhart Oil 
Cooler. The lightest, most efficient cooler 
made. It drops oil temp down to safe 


levels, protects against catastrophic 


breakdown. Smooth clutch and transmis- 
sion operation is restored. 

Our exclusive Dip-Brazed Construction 
assures corrosion and vibration resistance 
for long life. We stand behind our coolers 
with a Lifetime Guarantee. 

We’re not saying everybody needs a 
cooler. But if you load up your bike with 
accessories, ride long distances, or like to 
really crank it on once in a while, don’t 
push your luck. Protect yourself with a 
Lockhart Oil Cooler. 
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OIL COOLER SYSTEMS 
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If you're the kind of rider who 
considers a ride from the Great 
Lakes to the Gulf a short hop, 
you're in the market for a new 
Honda Goid Wing™ GL1000. 
You're also in the market for 
some pretty good competition 
to the Gold Wing. 

Naturally, we believe the new 
‘79 GL to be the best tourer 


four-cylinder engine......... 
Liquid cooling ............... 
Overhead cams driven 

by silent toothed belt........ 
Enclosed shaft drive......... 
Center pod housing 

all major electrical 
connections ................. 
Five-amp accessory jack..... 
Tank-mounted instrument 
console with temperature, 
fuel level and voltage gauges 
Fuel tank located under 

the seat for low 

center of gravity ............ 
Three disc brakes............ 
Over 1750 dealers 

across America .............. 
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available. We should: we make it. 
But we also believe the best way. 
to sell you one is for you to sell 
yourself. Stop by your nearest 
Honda dealer. Check out the new 
GL1000. Check out the competi- 
tion. See which bike has the best 
features and characteristics for 


you. We think you'll end up agree- 


ing with us and going the dis- 


Always wear a helmet and eye protection. 
For free brochure, write: American Honda Motor Co., inc., Dept. C19GL Box 50, Gardena, California 90247 ©1979 AHM 


tance on a Gold Wing. But which- 
ever way you go, ride safely and 
responsibly for your sake and the 
future of motorcycling. 


GOING STRONG! 
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Test It! 


| just received my copy of the Novem- 
ber, 1978 issue of Cycle and noticed the 
word Bonneville on the front cover. Trying 
not to get my hopes up, | decided that it 
was probably an article about the salt flats 
and went on looking for Ed Hertfelder’s 
column. Eventually | discovered that the 
article was about the Triumph Bonneville, 
and | almost spilled a full can of beer in my 
haste to read it. 

| eagerly waded through the introduc- 
tory bull, anxious to get to the facts, when 
| noticed that there weren’t any facts. 
Suddenly | was at the end of the article 
and | realized that you had done it to me 
again—first the low rider “Impression” 
and now the Bonneville “Nostalgia.” Why 
won't you road test the damn things? 
Harleys and Triumphs aren’t red light 
rockets, and no one with all his marbles 
would expect them to keep up with the 
new Superbikes, but l'd still like to know 
just what they will do. | don’t believe these 
machines are as technologically retarded 
as you claim. The Japanese have simply 
developed in a different direction. 

A few parting shots to prove my point: 
When | tore apart my 1958 Duo-Glide, 
which | bought last year, | found tapered 
roller bearings in the steering head and 
the swing arm. The 1969 BSA Rocket 
Three would do a hair over 130 mph—look 
it up, it’s in the record book. A tune-up kit 
for my Panhead costs around seven 
bucks. What will it cost to tune up a CBX? 

Tom Rockwell 
Binghamton, New York 
More.—Ed. 


Just finished Bill Stermer’s article on 
the Triumph Bonneville and being a Tri- 
umph owner myself, | couldn’t agree with 
him more. | purchased a ’74 Trident three- 
cylinder 750cc spanking new and for four 
years have been swearing, sweating and 
cussin’ this bag of bolts called a machine 
ever since. Like Bill stated, the only thing 
about this bike worth anything is looks 
and handling. What it needs is a 750cc 
Japanese engine in this Triumph frame, 
because the stock engine is very sluggish 
for its size and very undependable. 

My bike has always been hateful to 
start, uses oil, fuel mileage is nil (30 mpg 
at best) and eats chains like shoe strings 
(four in 16,000 miles). It’s a very hard and 
difficult engine design to work on. Have 
you ever tried to install the rocker boxes 
and keep the antique push rods in correct 
alignment? | had the engine completely 
overhauled at 13,000 miles and now a rod 
bearing is knocking again at 16,000. This 
8 


has been a very expensive-operating mo- 
torcycle. The carbs will leak fuel if it sits on 
its kickstand, untold problems that I’m 
sure you're tired of hearing. 

Thanks for listening to my gripes and 
keep up the good work with your maga- 
zine. Maybe next spring an XL or GS1000 
for me!! 

Tom Lacy 
Halifax, Virginia 


After reading the Bonneville test in your 
November issue, | have to liken your pub- 
lication to the law of gravity. The earth 
sucks and so does your magazine. If a 
motorcycle that looks good, sounds good, 
and handles flawlessly is hopelessly old- 
fashioned then | hope | never come out of 
the Sixties. 

Jim Warner 
Peoria, Illinois 


Thank you for giving a disenchanted 
rider something to rave about. Anyone 
who does not know how to trump a Tri- 
umph should not be trumping the public. 
On the contrary, the ’78 is available in at 
least one other model, the TR7RV Tiger. 
And, to add to this malady, I’ve seen on 
two occasions and in two dealers the 
naked wonder of a European model 
(Bonny) which has a squared tour tank 
and short, straight handlebar. 

As for learning the correct procedure 
for starting a Triumph, one should first 
learn to put the little creature on its cen- 
terstand. Why, ask you? Thusly, it is the 
first step in saving the left side of one’s 
bike, or his in this case. In rare cases the 
starter pops back and throws your leg. 
This situation may result in losing balance 
and pushing the turkey off its only leg. 
This happens also when you don’t check 
for neutral. 

The lesson to learn is this. Firstly, you 
must be silly to own a Bonny, very silly to 
own a Tiger, and very, very silly to own 
what is left over. 

Long live my brother’s Beemer, Her 
Majesty’s Royal Bitcher. 

M. Safranek 
No Address 

A call to Jack Hawthorne, President of 
Triumph Motorcycles America, Inc., re- 
vealed the following: The last Triumph 
TR7RV (single-carb 750 Tiger) was sold 
from their warehouses about April. The 
model has not been brought to the U.S. 
since, because it needs extensive work to 
meet EPA requirements for bikes man- 
ufactured after January 1, 1978. Only the 
T140E (twin-carb 750 Bonneville) has 


been engineered to meet current EPA 
specs. The TR7 Tiger may be back, but 
not in the ‘79 model year. 

About ten or twelve low-bar, square 
tank Bonnevilles were sent to Southern 
California dealers in 1978. Plans are to 
bring in perhaps 500 during 1979. Except 
for the tank and bar, these models will be 
identical to the Bonneville.—Ed. 


Your November issue featuring a road 
test of the Triumph Bonneville and remi- 
niscences of when the British bikes were 
the “Kings” of motorcycledom awoke a lot 
of memories of times past for yours truly 
when | was the proud possessor and rider 
of what was unique even then—a 1949 
BSA twin in 1951. 

More to the point, the 1968 Triumph T- 
100R “Daytona,” presently residing in my 
garage, permits reliving those days in a 
manner no current Far Eastern wonder 
can duplicate. Anybody who has not sat 
astride one of those frustrating and vir- 
tually unbreakable shake-rattle-and-roar 
masterpieces and experienced what a 
real motorcycle is all about cannot appre- 
ciate (aside from a lack of grease stains 
and skinned knuckles) what has been lost 
forever in the wake of admitted progress. 

Your “stats” are also interesting, partic- 
ularly regarding the T-110, which | vividly 
recall riding, and also claims regarding 
the T-120R. Unfortunately, the “Daytona” 
became lost in the shuffle and glamour of 
the 650 Bonneville twins, and few people 
recall that Gary Nixon won the 200-mile 
Daytona classic in 1967 with basically the 
same machine as that which came off the 
stock production line except for gearing 
and minor cam modifications. The road 
racer churned out 41 hp ata weight of 336 
pounds and was capable of speeds in 
excess of 125 mph with proper sprockets. 
While it can’t begin to compare with the 
current Superbikes (0-60 mph in 6.5 sec- 
onds and quarter-mile E.T. of 14.7), it still 
isn't all that bad out of an 11-year-old 
machine with an engine design which 
was basically thirty years old in '68, dis- 
places only 500 cc and is showroom 
stock. 

Your article was great; long live the 
“Limey” bikes—anybody know where | 
can find a spare tach drive cable?! 

Don Cutright 
Dallas, Texas 


Do not make the mistake of assuming 
Nixon’s ’67 Daytona-winner was even re- 
motely close to “stock.’—Ed. 
(Continued on page 152) 
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DeCosterDiscusses: 








One in a series of informal interviews with 5-time 500cc MX World Champion Roger DeCoster. 


Safe Riding Practices. 





STREET: 
Q— What size street bike do you 
ride, Roger? 

A—I ride a GS-1000. 

Q—Where do you usually ride? 
A—Well, when I am in Belgium, I 
like to ride in the country. I try to 
take different roads each time, so I 
can explore new areas. 

Q— When riding on the street, 
what are some of the potential 
hazards you watch out for? 

A—I try to position myself so that 
other drivers can see me at all 
times. Especially now with the 
motorcycles being so quiet, 
chances are they will see me first. I 
don't follow too closely, applying 
the 2-second rule, and always look 
beyond the car in front of me, 
studying the flow of traffic. I al- 
ways ride to one side in the lane, 
avoiding the oil path in the middle. 
And in the city I try never to posi- 
tion myself between a car and the 
curb or an embankment, because I 
might be forced over with no es- 
cape area. 

Q— Are you usually the first vehi- 
cle away from a stop light? 
A—Only if I can see in all direc- 
tions and the traffic is clear. But if 
it is a blind corner, I wait to make 
sure no one runs the traffic light. 
Q— What advice can you offer 
about riding on wet pavement? 
A—Of course you need much 
more distance between you and 
other vehicles for maneuvering 
and stopping when the pavement 
is wet. You should be careful of the 
painted lines, especially at inter- 
sections, because they are often 
made out of a plastic material and 
can become very slippery. 


Q— What do you usually check on 
your bike before going riding? 
A— I always check the lights, es- 
pecially the stop light. I test the 
chain tension, tires for any cuts 
and adjust both mirrors. Before a 
long trip, I inspect all the fluid lev- 
els and make sure that my tools are 
in order. 


OFF ROAD: 

Q— What kind of a dirt bike do 
you ride? 

A— I usually ride a PE-250, but on 
occasion I have been known to 
ride an RM-400. 


Q— When riding on a trail you are Pa 


not familiar with, what “warning 
signs” do you watch out for? 

A— Well, I think the most frequent 
hazard to take notice of is the 
ground near a wash area, es- 
pecially after it has rained. There 
might be loose dirt, sand or sogg 
earth that can bog down your ma- 
chine and throw you off. I 
constantly watch out for rocks on 
mountain trails and don't really 


look around to sightsee. Of course, CIRCLE NO. 33 ON READER SERVICE PAGE. 


I keep my knees, legs and feet 





tucked in to prevent them from 
catching on a branch or other 
obstacle, which could cause a 
twisted ankle or a broken leg. 

Q— What tools do you usually 
carry while riding off-road? 

A—A couple of screwdrivers, 
Phillips and regular, a pair of 
pliers, various size wrenches and a 
sparkplug wrench. If I am riding in 
the desert, I take along a flare in 
case I get stuck. And I always have 
a spare masterlink for the chain. I 


try to carry these tools on the bike 
instead of in my jacket pockets, so 
in case I fall off the tools won t 
poke or injure me. 


Q— How do you plan for a trail 
ride? 

A—Well, I usually go riding with 
one or two other people that know 
the trail. If we are not familiar with 
the area, we always obtain a map 
from the forest service or ranger 
station. And we let someone at our 
campsite know in which direction 
we are going to ride and our ap- 
proximate returning time. 

Q— When riding over a hill or 
around a blind corner, where is the 
safest place to position you and 
your machine? 

A— That’s a very important point. 
When going over a hill always stay 
to the extreme righthand side and 
watch out for other bikes. If you 
dont know what’s on the other 
side of the hill or it is a blind cor- 
ner, take it slower than you 
normally would. You can always 
go faster on your return trip. 

Q— What personal emergency in- 
formation do you carry when 
riding off-road? Where do you 
carry it? 

A—I have my name, address, and 
phone number, also my blood 
type, typed on a small card which I 
keep either in my wallet or taped 
inside my-helmet. I also have the 
name and phone number of some- 
one to contact in case of an 
emergency. If it is a long ride and 
there is more than one bike, we 
always try to take along a small 
first aid kit, just in case! 













SUZUKI 


Member Motorcycle Safety Foundation 











Let’s Hear It For the Variants 


@ VARIANT, CUSTOM, SPECIAL, LIMITED, 
Deluxe: all of these mean essentially the 
same thing. They are titles attached to 
motorcycles which have been adapted to 
particular tastes or slices of the market 
through alterations made to the base bike’s 
appearance, specification or performance. 
Of the 70 total street motorcycle models 
available for sale in 1978, 25—almost 36 
per cent—were variants. Some examples: 
BMW’s R100S and R100RS are variants on 
the basic R100/7; the Ducati 900 Darmah 
and Super Sport are variants on the 
900GTS,; there are three Honda CB750s, 
three Kawasaki KZ400s, three Harley- 
Davidson 1200s, three Honda 400 Hawks 
and three Kawasaki 1000s. 

The nomenclature is frequently confus- 
ing. Kawasaki can add a seat, exhaust 
system, handlebar and fat rear tire to the 
KZ1000 and call it a “Limited.” Yamaha 
does essentially the same thing to the 650, 
750 and 1100 and calls them “Specials,” 
while to Kawasaki “Special” means an 
economy, no-frills edition of the standard 
KZ400. What Yamaha calls a “Special,” 
Kawasaki calls a “Custom.” Suzuki tends 
to do it with letters. The GS550C is stan- 
dard; the GS550EC means “Special,” or 
“Deluxe.” The GS-400C is Suzuki’s stan- 
dard four-stroke 400cc street twin; an 
“Econo” version, which Kawasaki would 
call a “Special,” carries the designation 
GS-400EC. Yamaha would call it the 
XS400-2E to distinguish it from their stan- 
dard XS400E, suggesting | suppose that it’s 
twice as economical although that is im- 
possible. 

That was 1978. Whether you view the 
situation as good or bad, it is even more so 
for 1979. Honda has 13 street bikes, dis- 
placing 400cc or more, available for sale 
this coming year. But in reality there are but 
six: the 400cc Twin, the 650cc Four, the 
500cc Twin, the 750 Four, the GL1000 and 
the CBX. Seven models—54 per cent—are 
variants. Fifty-five per cent of Kawasaki's 
streeters are variants, about the same is 
true of Suzuki, and Yamaha’s street vari- 
ants comprise 45 per cent of their 400cc- 
and-up aggregate. 

The variant picture is given added color 
by the exercise known as “Mix-Em-and- 
Match-Em,” at which Harley-Davidson 
seems particularly proficient. By comin- 
gling Sportster and 74 components, or 
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Sportster and XR750 parts, H-D has cre- 
ated a selection of motorcycles having 
genuine variety. The Ducati Darmah bor- 
rows from both the GTS and the Super 
Sport, and the 1200 Laverda Jota America, 
reside though it does in a completely dif- 
ferent class from the 1000 Jarama, plays 
the game made famous by BMW called 
“Bung-and-Switch,” wherein one basic en- 
gine travels up and down the displacement 
ladder on the wings of different-sized bores 
and pistons. 

This proliferation of variants means 
many things. It means that the universe of 
individual motorcycles can appear to ex- 
pand while in practical terms it’s either 
staying the same or contracting. It means 
that the Japanese manufacturers are 
slowly switching from a “What can we 
build?” philosophy to a more pragmatic 
“What can we sell?” philosophy, which 
suggests that they are making an effort to 
understand the American market, or are 
listening to people who already do. It 
means the Japanese are beginning to 
bump up against the same economic real- 
ities (and unpleasantries) that have been 
BMW’s and Harley-Davidson’s lots in life for 
all these years already. 

Above all else, variants are products of 
economy. As an American executive with a 
Japanese company explained to me about 
a year ago, variants can be created fast in 
response to rapidly-forming specific mar- 
kets or rapidly-changing consumer tastes; 
they can be knocked out relatively inexpen- 
sively, since the fundamentals (engine and 
chassis) either already exist or can be 
shared among three or more models; and 
they can create an impression of newness 
and sustain it until the real thing comes 
along. 

None of this is unique to motorcycling, 
by the way. In fact the degree to which the 
bike manufacturers resisted quantities of 
variants for as long as they did wauld be 
quite a surprise in Motown, where each of 
the major car-builders takes one or two 
basic bodies, one or two basic engines and 
options by the thousands, and produces 
hundreds and hundreds of different mod- 
els. (You tell me the difference between the 
Omni and the Horizon, the Cadillac El- 
dorado and the Oldsmobile Toronado, the 
Ford Pinto and Mercury Bobcat, the Ca- 
maro and the Firebird, or the Granada, 


Versailles and Monarch.) 

Thing is, when the motorcycle manufac- 
turers do it, the special-type parts or decor 
create tangible differences beteen two me- 
chanically identical (or nearly so) motorcy- 
cles. The XS Eleven SF Special really is 
different from the standard version; there 
are clear lines of demarcation between all 
three of the 1979 sixteen-valve Honda 
750s; and no one would confuse the intent 
of the Kawasaki KZ1000 B3 with that of the 
E1. There is a substance of style here that 
is missing, it seems to me, from American 
cars. A Yamaha 650 Special reflects you 
one way; a 650 Ordinaire quite another. 

Too, the manufacturers can use their 
variants to track the market less expen- 
sively. In December of 1977 Kawasaki in- 
troduced their café-esque Z1-R. We liked 
it. Everbody in the press liked it. But the 
bike was not exactly greeted with open 
arms out there in buyer-land, and I’m told 
there will be no 1979 Z1-R. The R-model 
was crisply distinct from other Z-models. 
But what did Kawasaki lose by scrapping 
it? Some fiberglass and paint, an exhaust 
system, a trick handlebar. The Z1-R was 
not, for Kawasaki, a success—but because 
it was a variant going in, its failure didn’t do 
Kawasaki the kind of damage it could have 
were it a complete, from-the-ground-up 
new bike. At the other extreme is the 
Kawasaki Ltd, which came to us in April of 
1976, has been a roaring success for three 
years, and will be with us again in 1979. 

Many people in the motorcycle business, 
while acknowledging the economic ele- 
ment which has brought us these variants, 
feel that their success reflects a movement 
by consumers away from an emphasis on 
function and performance and towards an 
increasing concern with style. In 1977, a 
Cycle survey revealed that 90.6 per cent of 
the respondents considered quality of 
workmanship to be the most important 
criterion. Down in eighth place—behind 
handling, parts availability, power, manu- 
facturer’s reputation, a test ride, and the 
dealer’s reputation—came styling and ap- 
pearance, held to be the most important 
criterion by only 46.1 per cent. Although a 
more recent survey is as yet unavailable, it 
is felt that styling, for better or worse, 
is in the process of moving smartly up 
the list. 

—Cook Neilson 
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Experience: 





Part of the fun of owning a motorcycle is taking something good 

and making it better. Adding your own distinctive touch. With RACER 1, 

you can improve the soi your bike looks and the way it sounds. A real audio/visual treatment! And 
it’s practical, too...since the exclusive S-3 Turbo Sport Touring Fairing adds style, rider comfort and road 
stability, while RACER 1 exhaust systems provide improved performance, looks, durability and tone 
due to advanced engineering and manufacturing. Don’t settle for less than the very best --RACER 1! 


YOU SHOULD BUY 


Special Alumina-Cilica ceramic a RN High lustre 18-gauge seamless tubing, 

packing with interwoven fibre structure = pre-polished from mill. 

for optimum longevity. Rated to 1600 Headpipes all provided with 

degrees! Hand wrapped and fastened Exhaust cores designed to compliment inner-sleeve heat dispersers. 

to muffler core. various makes and models to control 

E cae sound waves and provide absorbtion Accepted as replacement for 

Distinctive RACER 1 Power Cone with minimal restriction to exhaust stock exhaust system on any 
constructed of 18-gauge cold roll steel velocity. motorcycle made to date! 
with unique rear angle cut. 


: RACER 1 utilizes Argon M.LG. welding 
ye _ at each required weld point in a 
controlled environment to provide 
a more penetrating weld for greater 
strength. 


Each exhaust system custom designed 
for easy installation. 


Tubing precision mandrel-bent on 
computer-controlled bender to provide 


ne ; > PR complete accuracy and ensure a perfect 
Each system is individually fixture- > 7 5 = fit. 


welded to install custom mounting 

brackets for each model, allowing use 

of stock factory attachment point. No Tapered collector receivers for vacuum 
flimsy “universal” strap required. fit with header pipes provide secure 
sealing, thus eliminating blow-by and 
resulting loss of power. 


All factory features maintained on all 
RACER 1 systems (I.E. oil filter, drain 
plug access and side/center stand 
retention). 





| registered trademark for items manufactured by: 


dick’s cycle west, inc. 






Motorcycle = À Visit your local RACER 1 dealer or 3 : i 
Industry 5 send $2 for latest catalog. 401 Agostino Rd., San Gabriel, CA 91776 


(213) 287-9656 














Newsline, 





Hey, Big Spender . . . 


Zappity-Do-Dah: To their line of silicone 
wire sets and ignition systems, Accel has 
added H.E.I. terminals in all 8mm tailored 
and universal wire sets. Each plug wire 
set now includes both conventional and 
special right-angle H.E.I. terminals and 
two sets of distributor boots, enabling the 
thicker 8mm wire to be used on regular or 
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late model H.E.I. ignition systems. Choose 
either stranded or radio suppression 
cores; either straight or ninety-degree 
plug terminals. Also available in 7mm and 
9mm sizes. See your dealer, or contact 
Accel, Department 920, Branford CT 
06405. 

CIRCLE NO. 1 ON READER SERVICE PAGE 


Certified Bars: K&N’s offering a complete 
range of bars, fully approved and certified 
by the Motorcycle Trades Association. 
According to K&N, their handlebars, sub- 
mitted in several classifications, not only 
passed but exceeded the MTA’s perfor- 





mance and technical standards. They 
think that’s reason enough for you to 
consider K&N Handlebars for competi- 
tion, customizing or touring. Contact K&N 
Engineering, Inc., P.O. Box 1329, River- 
side CA 92502. 

CIRCLE NO. 2 ON READER SERVICE PAGE 
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De-Brrr: Wrap up on those cold mornings 
at the track in a Team Suzuki Quilt Jacket: 
Made of washable 100 per cent nylon with 
Celanese Fortrel Polarguard fiberfill for 
extra warmth, this jacket is one of 
Suzuki’s newest additions to their line of 
sportswear. It features two patch pockets, 
snap front, stand-up collar and, of course, 
EE PGI I NE 


the Suzuki emblem. Available in yellow, 
red or blue; sizes from extra-small to 
extra-large. For more information on this 
and other 1979 Suzuki Sportswear, con- 
tact your local dealer. U.S. Suzuki Motor 
Corporation, 13767 Freeway Drive, Santa 
Fe Springs CA 90670. 

CIRCLE NO. 3 ON READER SERVICE PAGE 


Booty: About ready to trash those old 
enduro boots? Well, Kawasaki has im- 
proved their original Superstar MX and 
enduro boot design. Their claim? Listen. 
To the original composite sole they added 
beveled edges to better resist snags; 
raised the front hinge to provide a more 
comfortable flex point; doubled the width 
of the rear hinge to shorten break-in time; 





es a 0 ao, ee i 
and reduced the nylon guard to conform 


.the boot more closely to leg shape. And 


many of the original, proven features re- 
main, including high-density foam lining, 
vulcanized ankle protector and quick-re- 
lease buckles. Available through your 
dealer. Kawasaki Motors Corp., U.S.A., 
2009 East Edinger Avenue, Santa Ana CA 


92711. 
CIRCLE NO. 4 ON READER SERVICE PAGE 


Security: For a quick, secure trailer hook- 
up, check out the Deluxe Cycle Tie-Down, 
new from Indiana Mills and Manufactur- 
ing, Inc. It features an eye-bolt mounting 
kit and safety snap hook that, the manu- 
facturer claims, can’t release acciden- 
tally. The vinyl-coated, forged-steel hook 
grips the handlebars, while the snap hook 





is anchored to the eye-bolt. It extends six 
feet and is made of heavy two-inch-wide 
nylon web with a reported pull-strength of 
2500 pounds. Vinyl-coated side plates on 
the cam buckles protect your bike from 
scratches. Contact Indiana Mills and Man- 
ufacturing, Inc., 120 West Main Street, 
Carmel IN 46032. 

CIRCLE NO. 5 ON READER SERVICE PAGE 


Sweating it Out?: Beat fatigue with Gook- 
inaid E.R.G., an activity drink that, accord- 
ing to the manufacturer, is formulated in 
the proper concentration to rapidly re- 
place the water, salts, vitamin C and sugar 
that active athletes lose through sweat. It 





contains no artificial sweeteners or pre- 
servatives and has no after-taste. For 
more information contact Leon Wolek, 
Athlete’s Nutrition Center, R.R. 1 32nd 


Court, Hobart IN 46342. 
CIRCLE NO. 6 ON READER SERVICE PAGE 
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RACING GOGGLES $6.99 
2 pair $12.99 


+ 


Unbreakable, ven- 
tilated, adjustable. 
3 interchangeable 
lenses: clear, 
amber and green. 
Fit over glasses. 
No. 59 


$1 





weather 
Fastens 
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CHEST PROTECTOR $8.99 


In-bright team colors. One size fits all 
51 Yam 52 Hon 53 Suz 54 Kaw 
61 Hod 62 Husq 63 Bul 64 Can-Am 


Order yours plain or with your team name 
Tough long-wearing blue 14-02. denim jacket 
stitched in red. Snap.closing front and cuffs 
We make this jacket to look and wear great! 
Offered 3 ways: Cycle emblem front pocket 
only, $19.99; Emblem front pocket plus giant 
11” emblem on back, $21.99; Plain (no 
emblem), $18.99 

Emblem Front Only $19.99 

01 Yam 02-Hon 03 Suz 04 Kaw 


Emblems Front & Back $21.99 
018 Yam 02B Hon 03B Suz 048 Kaw 


Plain (No Team Emblem) $18.99 
No. 05 Plain Jacket 
Adult: S-M-L-XL; Child: 6-8, 10-12, 14-16 


TEAM TOOL BAG $4.99 
Tough simulated leather. Team design. 
Inner loop for safe mountina. 5” x 72” 


No. 65 Yam 
No. 66 Hon 
No. 67 Suz 
No. 68 Kaw 
No. 69 No 


Name 41 





Sizes Adult S-M-L-XL Child 6-8, 10-12, 14-16 


Unbreakable 
LEVER ASSE 








BK 


TEAM SOCKS $2.99 pr. 
2 pr. $5.49 - 4 pr. $9.99 


Heavy protective cotton socks. Cycle name and 
trim bands in vivid team colors. One size fits all 
31 Yam 32 Hon 33 Suz 34 Kaw 


Vented 
DUCKBILL 
$2.49 each 


Fits all helmets 
No 48 Black 
No. 49 Yellow 
No. 50 White 








over boot 


odor. 









TEAM CAP $4.49 

Heavy twill, brilliant 

colors. One size fits all. 
21 Yam 23 Suz 
22 Hon 24 Kaw 





VINYL M 


/X 
GLOVES $7.99 


Heavily padded tough 
black vinyl. Adjustable. 
No. 36 


KIDNEY BELT 
$9.99 each 


Strong black elastic 
Sizes: S-M-L-XL No 6 
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TEAM JERSEY — LONG SLEEVES $8.99 
100% Ventilated Nylon in Brilliant Team Colors 


Top-quality ventilated 100% nylon Jersey made by our own craftsmen 
Cycle name on chest and sleeves. Practical and stylish jersey 


High-impact yellow plastic 
lubricating. Fits all handlebars 


26” M/X 
SOCKS ` 
$4.99 pr. 


2 pr./$9.49 

Top-quality 
heavy socks, 
made to fold 


Chemically 
treated to 
prevent foot 
One size 
fits all. 


We Guarantee 
5-Day Delivery! 


THROAT > 
COAT A 
0.99 # “À 


Perfect for cold- 


riding. 


quickly (2) 


to any helmet. 
Black. No. 8 


FACE. GUARD $5.99 





Protects face in all off-road 
riding.: Fits to any helmet in 
seconds. White. 


HEAVY DENIM M/X JACKET low as $18.99 


No. 119 


x 






YAMAHA 
re 
mA RÉ 


CROSSBAR PAD 


In Team Colors 
SPECIFY SIZE 
8” - $2.49 
12” - $2.99 
Yam 42Hon 43 Suz 


44 Kaw 45 Plain Black 


No. 11 Yamaha No. 12 Honda No. 13 Suzuki No. 14 Kawasaki 


DOGLEG 


MBLY $9.99. pr. 
Self 
No. 46 


Bau 


j 





tops. 


No. 116 Gold 
No. 117 Red 
No. 118 Green 





MOUTH 
GUARD 
$3.49 


Comfortable, effective 
Fits quickly.to any 
helmets. White. 

No. 115. 














Order by Phone 


TOLL FREE 
1-800-633-7564 


In Alabama, Alaska and Hawaii 


Phone 205-585-3588 








HEX GRIPS $2.49 pr. Competition 
Stylish, com- ps FLAT 

tore ee Fit SHIELD 

No 38 Clear $1.99 ea. 
No. 39 Yellow Snap firmly to all 
No. 40 Black helmets. 





No. 125 Clear 


M/X RACING TANK: COVER: $8.99 
Team Design or Plain 


Snug-fitting snap on cover of 
heavy duty simulated leather 
prevents scratches, scrapes and 
nicks. In bright team colors, team 
design lettering. Fits all tanks 
No. 26 Yam No. 28 Suz 

No. 27 Hon No. 29 Kaw 

No. 30 Solid Black, No Name 


PLAIN NYLON M/X JERSEY - No Team Name 


à; way With or Without Your 


Custom Lettering 


SHORT SLEEVE 
$4.99 each $8.99 each 


No Lettering Personalized 


No. 126 Smoke 


TEAM 
Suzuki 
Ny 






No 90 White No~ 90P 
No 91 Black No 91P 
No 92 Red No: 92P 
No 93 Green No 93P 
No 94 Gold No 94P 


nylon jersey. Choice of 5 colors, 
long or short sleeves. No team 
markings. Choose plain (no letter- 


LONG SLEEVE 
$7.99 each $II.99 each 


ing): or PERSONALIZED with 1 or No Lettering Personalized 
2 lines, up to 10 letters each line No 15 White No 15P 
1 or 2 giant numerals. Use No 16 Black No 16P 
special lines in coupon. No 17 Red No 17P 
NO CODs on PERSONALZED JERSEYS No 18 Green No 18P 
Adult S-M-L-XL Child 6-8, 10-12. 14-16 No 19 Gold No 19P 


PERSONALIZED TEAM JERSEY 
Ventilated 100% Nylon 
Long or Short Sleeves 


Your name or other message across the back 
of colorful nylon team jersey. One or 2 lines 
of lettering, up to 10 letters each line. Giant 
numeral (your choice) 0 to 99. We manufac- 
ture these popular jerseys out of the finest 
materials for long wear, comfort, and super- 
styling. Further description at left and 
below. Use special lines in coupon. 
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Long Sleeve $12.99 


Sizes Adult S-M-L-XL NO 11P Yam 13P Suz 

Child 6-8, 10-12, 14-16 CODs 12P Hon 14P Kaw 
Short Sleeve $9.99 

76P Yam 78P Suz 

77P Hon 79P Kaw 


Team Jersey $5.99 
Bright Team Colors, 


Short Sleeves - our own 
great ventilated nylon short 
sleeve team jersey, with cycle 
action design on chest. Buy for 
gifts — or for yourself 

No. 76 Yam No. 78 Suz 

No 77 Hon No 79 Kaw 


UK 





Sizes: Adult S-M-L-XL Child 6-8, 10-12, 14-16 


©1978 Hi-Q Products, Inc. - 205/585-3588 
Box 455, Abbeville, Alabama 36310 
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rae DESCRIPTION SIZE PRICE 


F 





ettering H = P. 0. Box 455-C1 
Here for I Abbeville, Alabama 36310 
DENN PRODUCTS. INC. Toll-Free 1-800-633-7564 
7 a niles K FREE GIFTS! Free 99¢ BUNGIE TIE-DOWN CORD WITH 
$10 ORDER. Free $1.99 4-WAY BUNGIE with $20 ORDER. 


* 5-DAY DELIVERY GUARANTEED or your money back if you 
pay by Cash, M.0. or Credit Card. Checks take 2 weeks to 
clear our bank. Allow extra week for personalized items. 
x Order $20 or more and WE SHIP FREE! 
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Name __ 


Print Lettering Here for PERSONALIZED JERSEY 


maximum 


IN A RUSH? Ask About 


pecial 48-Hour 


SUPER-RUGGED 
TIEDOWNS $9.99 


6,000-Ib. Breaking Strength 


Made of rugged 1%” nylon webbing, 
extra-heavy fittings. Quick-release 
adjusters. Tested 6,000:1b. breaking 
strength. 

No. 47 Tiedowns (Set of 2) 


elivery 









Hi-Q M/X BOOTS 
ONLY $59.99 pr. 


Black top-grain cowhide boots. with 
vivid red and blue stripes up back. 
Smooth vibram M/X sole. Double-thick 
toes. Heavily padded ankles. 

Height 16” 

No. 9 Hi-Q M/X Boots: 

Sizes 7-7¥2-8-8%-9-9- 


M/X TEAM PANTS 
Heavy 14-0z. Denim 
Team Colors $18.99 //; 


Cycle name in bold black 
letters down both sides of 
these top-quality denims. 
Striping in team colors. We 
make these stylish, highly 
protective pants with 
removable hip and knee pads. 
Knee pockets will accomodate 
cups. (No: 75 pants have no 
cycle name.) 
Sizes: Child 24-26 
Adult 28-30-32 
34-36-38-40 86 Husqvarna 87 Bultaco 88 Can-Am 


No. 75 Red, White & Blue, No Team Name $17.99 


NS PERSONALIZED 14-07. DENIM 
M/X PANTS $24.99 


Our top-quality 14-0z. blue denims, 
described above. PERSONALIZED FOR YOU 
with your name or other message. Up to 10 
letters each side. 3 colorful trim styles. Use 
special lines in coupon. No CODs. 

No. 56P Gold and Black Trim 

No. 57P Red and White Trim 

No. 58P Green and White Trim 








NYLON M/X PANTS 
Personalized or with 
Team Name, or Plain 


Low as $29.99 


Heavy nylon pants, fully padded, 
with team name or your name oi 
other lettering in bold letters 
across back. We make them of 
glossy nylon to resist tears, 
snags, abrasion, weather and 
wind. Scotchgard finish repels 
water and stains. Machine 
washable. Talon heavy-duty 
zippers. Snap rear pocket. Two 
brilliant color combinations. 
Sizes: Child 24-26 


” BL. 


Racing BLUE with Red trim or GOLD 
with Black trim. SPECIFY COLOR. 


No. 100 Plain No. 100 P (No CODs 
Adult 28-30-32 OG 4G r. PERSONALIZED i 
34-36-38-40 “2S Pr. Give lettering $34.99 
Nylon M/X Team Pants - $31.99- in coupon 
101 Yamaha 103 Suzuki 105 Hodaka 107 Bultaco 
102 Honda 104 Kawasaki 106 Husqvarna 108 Can-Am 















Orders under $20 add $1 shipping 
COD Orders add $3 shipping 


Numeral 
letters TOTAL 


O Cash Enclosed 

O Ship COD, | enclose $3 deposit 
OM 0 O MasterCharge 
__-_ O Check C VISA (BankAmericard) 


h line 
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The 24-Hour Hondas 


® TO SAY THAT HONDA EXPECTED TO WIN 
the 42nd Bol d’Or is rather like saying 
Yamaha’s Formula 750 prospects look 
only moderate. Honda's three-year in- 
volvement with European endurance rac- 
ing has produced a string of factory 
victories and enhanced the prestige of the 
long-distance sport. But Honda’s ac- 
tivities did not provoke other Japanese 
manufacturers into endurance racing de- 
spite Honda’s make-war invitation. There- 
fore the 1978 endurance season ran as a 
repeat of 1977, wherein the RCB works 
racers crushed the privateers, who—in 
the best masochistic tradition—kept com- 
ing back for more. 

Even a budget cut-back, restricting the 
French and British teams to one new 
RCB-482A each for 1978, had no material 
effect on the outcome. Of the six en- 
durance rounds counting for the FIM 
championship, Honda-France won four 
and Honda-Britain came away with one. 
Honda of Belgium collected the other 
championship race, using an RCB engine 
donated by the factory. One way or an- 
other the 997cc 16-valve mills annihilated 
the competition. 

Honda’s success in Europe was indi- 
rectly—or maybe directly—responsible for 
Japan staging one of its rare international 
promotions. Honda set up an eight-hour 
thrash around the Suzuka circuit to dem- 
onstrate to the Japanese what went on 
across the far side of the world. With the 
French and British Honda teams in the 
line-up, Honda had at least two good 
chances of winning an event which some 
people thought would be a Honda exhibi- 
tion. But a big hole was knocked in that 
idea when the best Hondas broke and a 
Yoshimura Suzuki went on to victory. 

Pops’ GS1000 (enlarged to 1100cc) 
turned up for the Bol d’Or and brought a 
touch of American Superbike racing to 
Paul Ricard. The Suzuki carried a couple 
of lamps attached to a mini-fairing; it 
looked terribly naked when compared 
with the comprehensively enclosed vehi- 
cles favored by the Europeans. The 
Yankee invader had precious little in com- 
mon with Europe’s interpretation of an 
endurance racer. It wore real handlebars, 
looking almost like high-risers among the 
vast array of truncated clip-ons. Footpegs 
were fitted more or less in the position that 
the GS's designers intended, instead of 
being set back beyond the swing-arm 
pivot. The modified stock frame was sim- 
plicity itself compared to the complex 
chassis constructions of Japautos, BUTs, 
14 


National Motos and so on. 

If the Yoshimura Suzuki lacked what 
some might term 24-hour sophistication, it 
was relatively light and had lots of perfor- 
mance. In the first hour, Wes Cooley 
made the most of Pops’ tuning and his 
own scratching ability by thrusting into 
third place behind an OW31 Yamaha and 
a Honda-France works “four.” Then, un- 
fortunately, the scheduled rider-swap 
brought a change in fortunes when the 
trick Kokusan Denki generator rattled 
loose on its tapered and keyless shaft, 
leaving Ron Pierce stranded miles in the 
country with nothing to do but start push- 
ing. The long march and pit-work time put 
the Cooley/Pierce bike 55 laps behind. 
Then the replacement ignition unit also 
refused to remain tight on the shaft, and 
that was the end. 

Ricard talk was of works-backed, 
Yoshimura-equipped Suzukis mounting 
an endurance racing challenge to Honda 
in 1979. Why else was the Superbike 
Suzuki testing the temperature in 1978? 
So ran the rumors, which Honda heads 
might have found engaging if they hadn't 
been preoccupied with an OW31. Ridden 
by Patrick Pons and Christian Sarron, the 
real-racer Yamaha—with lights—didn’t 
conform to the normal rule of needing a 
new crankshaft, barrels and pistons every 
four hours or less. But to the amazement 
of all, the OW went on and on, swallowing 
a tankload of gas every 50 minutes, turn- 
ing a great number of brake pads to 
charcoal and, at night, flattening a whole 
batch of batteries that fed the total-loss 
lighting system. After completing a record 
96.85 mph lap during the first hour, Pons 
and Sarron settled down to a steady pace 


that kept them out front with two to four 
laps to spare. And the Yamaha was still 
boss well into the seventeenth hour when 
the crank failed. The TZ750 ran so long 
that the Honda camps began muttering 
over the unfairness of running real-racers 
in their race. 

The Yamaha’s retirement removed just 
about every threat to Honda-France’s 
Jean-Claude Cheramin and Christian 
Leon in particular and Honda-powered 
bikes in general. So when the race termi- 
nated at 23 hours, 53 minutes, 42.10 
seconds (it should have lasted the full 24 
hours, but the ritual crowd invasion of the 
track erupted too soon), Honda scored a 
1-2-3 and filled eight of the top 10 places. 
Fourth and eighth spots fell to Kawasaki 
1000s and the count of 24 finishers (out of 
73 starters) revealed two BMWs as the 
representatives of the European makes. 

Among the Honda finishers, in ninth 
place, were Americans Dave Emde and 
Harry Klinzmann on Honda-Britain’s num- 
ber-two special. This trick endurance 
weapon had passed through the New 
Racing section of Honda R&D, the group 
currently responsible for getting the 
Return-to-GP-Glory-Days project rolling. 

Rather than pulling hard from 5500 to 
9500 rpm like the regular works RCB, the 
tweaked RCB was nothing below 8000 
rpm and everything above that figure, 
topping at a 11,500 maximum. New Rac- 
ing had engineered the Hyde character by 
developing new cam forms, modifying the 
exhaust system and fitting 34mm carbure- 
tors. Riding position and weight distribu- 
tion had been altered; the engine had been 
moved forward and up to put more weight 

(Continued on page 126) 
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Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous to Your Health. 
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The Duct Tapes. 


The Six-Day Rider 


® LIKE MOST OF US, lD DISCOVERED MY 
share of good riding trails by the simple 
expedient of getting lost a lot. But the 
nicest trail | ever uncovered | found on the 
Broad Street subway in Philadelphia. 

| had just gotten a new set of geodetic 
survey quadrangles because my old ones 
had been hammered halfway to Kleenex 
and were beginning to look like a set of 
seat covers for a Chevy station wagon. 
Yes, | know maps should not be folded 
and you can carry them rolled up in a 
mailing tube strapped across your han- 
dlebars. | also know that the life expec- 
tancy of said mailing tube is the first false 
neutral you catch on a steep downhill left, 
right, left when you’re still waiting for your 
other leg to catch up to you. Besides, you 
have to strap yourself to a tree when 
unrolling a quadrangle on a windy day, 
and one of these things flapping around 
can lay you open like a straight razor: 
straight, deep, and repeatedly. 

| spotted the dotted line indicating 
“TRACE” between Locust and South 
streets and by the time I’d reached Snyder 
street, where I’d parked the van, | thought 
l'd found a way to tie together the whole 
20-mile section the club had asked me to 
lay out. My first concern was the suspi- 
cion that the “TRACE,” like others l'd 
investigated, had filled itself with trees, 
which they tend to do if no one uses them 
for 70 or 100: years. 

My faithful Bultaco and | went looking 
for the elusive “TRACE” the following 
Sunday morning, a time, incidentally, 
when many are worshipping at the re- 
ligious denomination of their choice. As it 
happens, | feel much closer to God sur- 
rounded by the trees which He created 
than surrounded by stained glass, which 
He didn't. 

There is a misconception that all over- 
grown roads in New Jersey are old stage- 
coach routes. The fact is that the 
stagecoach roads are well documented 
and still passable in a Buick owned by 
someone else and driven by a man with 
determination and a disregard for side 
view mirrors and shock absorbers. Their 
distinguishing feature is their almost per- 
fectly straight route, having been built at a 
time when it was unnecessary to detour 
around some senator’s golf course. 

Traces are impossible to detect at the 
point where they intersect a modern road. 
The additional sunlight along a road cre- 
ates an almost solid barrier of lush growth 
on each side. The trick is to run parallel 
with the road, at least a hundred yards 
16 








into the forest, and look toward the tree 
tops. Again, due to the additional sunlight 
they've received, the trees on each side of 
the trace will be a few feet taller than the 
rest. | found the trace in less than a half 
hour, and | still get a cheap thrill visualiz- 
ing the last man to use the road wearing a 
tri-cornered hat and knee breeches. 

Such was obviously not the case. | 
skirted a soggy spot on the trail and found 
the reasonably intact chassis of a T-model 
Ford imbedded hub-deep in the ground. 
Its high-arched rear spring was just high 
enough and sloping enough to wash out a 
wet 21-inch wheel which could have been 
“saved” but | said, “hell with it” and let it 
drop as I've saved too many slides into 
standing, immovable timber. 

My trace wound back and forth skirting 
bog sections (I later found it was a road 
connecting the railroad with a private 
sanitarium run by a prominent doctor in 
the late 1800s) before crossing one shal- 
low stream and climbing onto higher 
ground where it connected with a fine 
gravel road. l'd clocked an even 18 miles 
to this point, which would let me give two 
miles either direction to the man dele- 
gated to tie into my section. (Laying out an 
Enduro this way is a fine way to spread 
the work, although an overall layout chief 
is necessary to make sure the finish is in 
the same state as the start.) 

| realized full well, from previous horri- 
ble examples, that my shallow stream 
would fill to the top of its four-foot banks 
any time it rained this side of Sandusky, 
Ohio. So | built a beautiful bridge along 
the lines of a wide ladder held together 
with stove bolts and a few lengths of 
threaded rod and designed to be trucked 
in on a motorcycle with the seat removed. 
That sucker took two full rainy Saturdays 
to haul in and set up and | was proud of it 
because Borelli had told me I’d have to 
haul any stuck bikes out of that stream by 
myself with dispatch and all day long. 

Tragedy struck before the enduro. On 
Friday night, Mike Borelli called me. 

“| got some good news and | got some 
bad news,” he said. 

“Give me the bad news first,” | groaned. 

“The bad news,” Mike said, “is that your 
arrows are down.” He went on to explain 
how a party of bow hunters had torn 
arrows down and worse, reversed some 
of them. Now I’ve got nothing against folks 
who hunt with bow and arrow, but | some- 
times think that shooting sticks into deer, 
which die three hours later fifteen miles 
away, is the next step before setting 


drunks on fire. 

“What's the GOOD news?” | asked. 

“The good news is that you have two 
whole days to get them back up.” 

“But Mike, | have to work today.” 

“Then the good news is that you have 
one whole day to get them back up.” 

“I'll need help,” | protested. 

“Not to worry,” Mike said, “Melvin has 
lined up a Six-Day rider to help you.” 

Well, this was an unexpected move, a 
little like getting a Michelangelo to help a 
signpainter. 

Mike said he’d make the arrangements 
himself and have the Six-Day man meet 
me just across the railroad tracks from the 
Carranza monument (favored meeting 
spot close to a pump with the coldest 
water in the pines), and he’d be there at 
six A.M. | could ask for nothing more. 

Among enduro riders the Six-Day is the 
World Series, and anyone who’s com- 
peted in it is accorded the respect re- 
served for highway patrolmen, head 
waiters at crowded restaurants, and 
women who carry a sleeping child with a 
big mouth. These are the high priests who 
have learned to condition their bodies, 
minds, and motorcycles to endure six 
consecutive days of gruelling competition 
over a thousand miles or more. Latching 
onto one of these birds to put up enduro 
arrows was overkill of the finest kind. 

The Six-Day man was waiting for me 
Saturday morning, and he was waiting 
anxiously, to say the least. His venerable 
eight-speed Husky had apparently kicked 
his loading ramp off the lip of his new van, 
slid sidewards on its skid plate, and had 
him pinned into the lower right corner 
rather nicely. The position was more em- 
barrassing than uncomfortable. First, | got 
the motorcycle off his neck, then intro- 
duced myself. His name was Mike, and 
regardless of the predicament l’d found 
him in, seemed the typical Six-Day rider, 
medium size with lots of health. He had a 
soft manner of speaking, a handshake 
that could put you on your knees, square 
wrists and the eyes of a 160-pound eagle. 
All in all he looked like a guy who could 
honestly say he hadn’t bowled in six 
months, then pin you to the wall with a 720 
series. He offered to help me unload and | 
asked only that he hold his foot on the 
bottom of the ramp. 

Mike’s Husky looked as if it had been 
drug across Arizona behind a low flying 
jet. His boot soles were worn thin on the 
outside edges and his old Barbour jacket 

(Continued on page 18) 
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CANADIAN 





It’s that time of year when a special gift is 
especially welcome. Why does Lord Calvert stand 
out as a gift? Super lightness, superb taste. 

If you’d like to give something special, move 

on up to Lord Calvert Canadian. 


Gift Giwers reach for the Canadian Superstar. 
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HOW COULD ANYONE POSSIBLY 
WANT MORE HORSEPOWER? 


The new super bikes produce more horsepower than most 
riders will ever be able to use. But for those who are ready for 
the challenge, Hooker has sophisticated exhaust systems 
that deliver even more usable horsepower. 


Look at the facts. A Hooker exhaust system can make your 
super bike quicker, faster, and lighter. 
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HOOKER HAT & MUG! NOW, ORDER DIRECT! 


You're right. I've looked everywhere and couldn't find the original Hooker Hat or Mug. 
(Both are competition yellow with the world 
famous “I Love My Hooker Headers” red logo.) 






So, quick, please send me: Hooker Hat (Adjustable Size) at $6.25 each 





PLOVE MY 


OOKE 


HEADERS . 






Hooker Mug (16 oz.) at $3.95 each TOTAL $. 





Name 
Address 
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City State. i E 
Master Charge Card #___________ BankAmericard Card # —____ —" E 
E 














Expire Date __ ____ Signature 


Please send check or money order to Hooker, P.O. Box 4090, 1032 W. Brooks St., Ontario, Calif. 91761. Sony, no C.O.D. 
Freight included. California residents add 6% sales tax. Offer valid for continental USA only. Void where prohibited. 














DUCT TAPES ............ Continued from page 16 


was into the nap on the elbows. | asked 
him if he was really a Six-Day rider and he 
said, “Sure, but | don’t see what the big 
deal is.” This is modesty above and be- 
yond all reason. | know if | was a Six-Day 
rider ld have it tattooed on my nose in 
twelve-point script. 

| loaded Mike up with a WW1 gas mask 
bag of arrows and WRONG markers, 
checked him out on loading the staple 
gun and found him a box of staples that 
hadn’t been stepped on too heavily. We 
reached the area where my arrows were 
down. | told him | would mark the turns 
while he would put up WRONG markers 
past the turnoff, and straight-ahead ar- 
rows wherever he felt a competitor would 
need a bit of reassurance. Mike began to 
give his start lever earth-shaking stomps 
that almost bottomed the suspension, and 
| rolled my old Bul behind the van as it 
always starts on the second kick, 
provided it didn’t start on the first, and | 
don’t like to show off about it. It started on 
the first kick after flooding the carb with 
the tickler, and | knew enough to flood it a 
few more times before it warmed up 
enough to run on its own. Mike was still 
kicking ferociously when | walked back. | 
saw he had his gas OFF. 

“Think its flooded already, Mike?” | 
asked. 

“| don’t know,” Mike said, looking 
puzzled. 

“Well, why did you turn the gas off?” 

“Son of a gun, | forgot to turn it on!” he 
said. 

| reached in and flipped it on and he 
spun the engine up to about 3400 and she 
began percolating with all the grinding, 
grating and whining sounds, apparently 
harmless, common to the breed. 

“Stay on the right hand side of the road, 
Mike,” | told him, “and if you see any deer 
running alongside you, slow way down 
‘cause they like to cross about 50 yards in 
front of you.” 

“O.K.,” he said, “but why should | slow 
way down?” 

“Because,” | said, as patiently as | 
could, “50 yards in front of you will be 
ME!” 

| started down the sand road toward my 
section of missing arrows at what | con- 
sidered a reasonable velocity, but no 
more than six-tenths of a Six-Day rider’s 
cruising speed. Indeed, | was looking at 
63 miles an hour once on a gravel road 
and Lars Larsson went by me so fast | 
almost got off to see why my motorcycle 
stopped. To be honest, | didn’t look back 
to see if he was following as I've dis- 
covered long ago that this looking back 
business can put you on your head so fast 
you'll think you’re dreaming until you hit 
the ground. When | reached the spot 
where my arrows were down | got off to 
improve the vegetation and, when | didn’t 
hear Mike, assumed he was doing the 
same thing. | waited a minute, then two. 

(Continued on page 118) 
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Vetter Touring — 


When you're serious 
about having fun. 


At Vetter, we’ve spent the past ten years making 
motorcycling more functional, and more fun. Couple 
Vetter components to any of today’s leading motor- 
cycles, and you’ve got yourself the ultimate. 

Starting with our famous Windjammer fairing and 
ending with our unique Tail Trunk, we’ve perfected a 
whole set of touring components exclusively for the 
serious rider. And everything is available color-matched 
to your motorcycle — right down to the striping. 

You'll find each Vetter component to be beautifully 
designed, and carefully constructed, at affordable 


prices. That’s our trademark. 


Visit your local dealer today, or send $1 for our new 
20-page color pales: 1150 Laurel Lane, San Luis 
Obispo, CA 93401 








First to do it right 











Different brutes for different routes. 


Wherever you go—whatever direction your kind Force is some bad bunch. Big and tough and 
of fun takes you, the Brute Force will get you mean. With such features as Massive Girder 


there. In style. 


Beam suspension (2WD models), computer- 


Maybe it’ll be one of the exciting and popular matched brakes, and 4-wheel drive (available on 


Chevy Stepside Sport or Fleetside 
pickups. Maybe it’ll be the brilliant- 
ly colored Chevy Van Sport or the 
rugged Blazer with available 4WD. 

Whatever, whichever, the Brute 


Pickups, Blazer, and Suburban). The 


Brute Force is right there when the 
going gets toug 

E Chevy Brute Force. Tough on or 
off the road. 








BUILT TO stay TOUGH. 
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Road Tests 
BMW R80/7::: 0 aS January 
Can-Am MX-4 250 March 
Can-Am MX-4 370 o.oo. . August 
Ducati 900 Desmo Super Spor ...... July 
Honda Six-Cylinder CBX _.. February 
Honda GL1000 March 
Honda CM1857T........... March 
Honda: GR250R SN ENTRE A S April 
HondaiGxs00 aE SRE AS E May 
Honda: XE 2508 wae eee es es July 
Honda XL175 :.......... September 
Husqvarna 250GR 0.0... June 
Kawasaki KL250 oe. February 
Kawasaki KZ200................ March 
Kawasaki KX125-A4 oo May 
Kawasaki KX250-A4 oo... September 
Kawasaki KE125-A5 ooo... October 
Kawasaki KZ1000 0... November 
KTM 400 MCS5 a October 
Laverda 1200 Jota America.......... June 
Montesa 360 H6 -aae December 
Suzuki RM250C ................. January 
SUZUKI GSTOOO! cites cere March 
SUZUKA IS 2OOG RSR ARE May 
Suzuki SP and DR 370s................ July 
Suzuki GS750EC oo... „=. August 
SUZUK PETER TRUE September 
Suzuki RM1250 oa. October 
Suzuki RM1000 0.0.0.0... November 
Yamaha XS Eleven... January 
Yamaha YZ400E.. February 
Yamaha XS750E..... February 
VMAManaM 250 aks April 
Yamaha SR5S00E 00 April 
VammahladitZo0 becca eae June 
Yamaha Zico beso casei July 
Yamaha DT175E.......... Ga ena August 
Yamaha TT500E.......... November 
Yamaha YZ100E November 
Yamaha YZ250F......... December 
Features 
À Long Fast Search 

for the Aspencade ............. January 
À Parvenu Abroad oo... May 
Blood, Sweat and Dust... June 
Blue Ridge Mountain Magic.......... April 
Bonneville! (the bike)... November 
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Building the Triumph... ` April 
DEVAKI 010 fe 

Night Crossing . . November 
Days of Glory Past 2.00.00... April 
Don Vesco: Records Set 

While-U-Wait -0.a December 
Getting In on 

the Land Grab... December 
Hardware Paradise.............. December 
Harley-Davidson At 75: 

Alive and Thriving ................ October 
Holeshowie2ecu eS Soe renee February 
Interviews: 

Brad Lackey acess March 

Broc Glover A ee February 


Kenny Roberts: À 
Conversations with the King.. June 
Roger DeCoster: The Man........ April 


KZ1000 Accessory 

Exhaust Comparison .................. May 
Mike Hailwood's 

Isle of Man Ducati... December 
Motorcycling in Japan ............ January 
Notes From the 

Midnight Flog ......0.......... November 
Now Everybody Calls 

MARINES NES SR November 
On Tour With the 400s........ December 
Planning ATOUT aes August 


Product Evaluations: 
DG Heads for the RD400 …. February 


Kryptonite K-4 Lock |... duly 

Protectear Ear Plugs ...... February 

Vetter Tank Bag .......... October 
Racing the Triumph... April 
The Bimota SB2 a.. September 
The California Specials ...... September 
The Cruisers .... “ … August 
The Good Times 

Touring Package ................. August 
The Great Bonneville 

Drain DOW 6 oe ee A March 
The Bumblebee Special. December 
The Greenhead Enduro... April 
The Insurance Shell-Game September 
The Whispering Beast .............. August 
Tommy Croft's Proving 

Ground Res February 
WORO IEA NES re April 
Why We Tour... August 





Competition 
Ascot: The Saturday Night Flavor 

IS | Ditties eee December 
Carlsbad 500 Grand Prix: 

Heikki’s Revenge ............. September 
Center Ring in Pittsburgh... August 
Circus Time at the Stadium ............ ME 
Daytona Road Races June 
Daytona Super-Cross: 

Tripes Comes Back .................. June 
Forty Minute Gold Rush.................. July 
Photo Essay: : 

Ponca City Mini-MX ........ December 
Privateer’s Day at San Jose...... August 
Restrictor Plate Blues... June 
Season Wrap-Up aa January 
The Great Lexington Blitz .. November 
The Widowmaker ................ November 
Trans-AMA Wrap-Up: 

Again, DeCoster l.i... March 
Transatlantic Face-Off 0.00.00... July 
250 MX Wrap-Up: 

Surprise! Its Hannah ...... November 
Unadilla: Red, white and. 

Blue, One-Two! u. December 
Wanted! The Best Motorcycle 

Rider in the World................ January 
WristiRacersi en October 
Technical 
Black Magic... September 
Carb Swap for the 

Kawasaki Z-1/KZ1000 .............. April 
Gamsnaltsrer even October 
Gears For Two Wheels ana. IEI 
Harley-Davidson XR750: 

Anatomy and History .......... October 


Morbidelli: The Cutting Edge 
of Two-Stroke Technology ...... March 
Sandy Kosman's Kit Dragster ........ May 


SOSS Cee ie Cen Re March 
Two-Stroke Oil Premix Ratios February 
Wheel Alignment ~... May 
Yamaha SR500E Hop-Up: 
PARLAIT PRE Re July 
Yamaha SR500E Hop-Up: 
Rattan ARR September 
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INTRODUCING THE XLS. THE ONLY THING 
THIS ONE CAN'T DO IS MAKE YOU ANONYMOUS. 


HARLEY-DAVIDSON’HAS NEVER FORGOTTEN 
THE BASIC RELATIONSHIP 
BETWEEN MAN AND MOTORCYCLE. 


A great deal of that relationship has to do with what 
the motorcycle does for the man. This is not a bike for 
those with a fondness for the assembly line look that 
inspired the term, “Universal Japanese Motorcycle’ 


We don’t want you to blend in. We want you to stand out. 


If you can keep your eyes off the cycle and 

on the copy for a few minutes, we'll point out a 

few Willie G. Davidson highlights: tae 
Extended front forks up front. Sissy bar with 


Based on R. L. Polk new motorcycle registration 800 cc+. 


leather stash pouch attached out back. Drag-style 
handlebars on 312” risers up on top. Twin chromed 
exhaust pipes down below. Up, down, front, back and 
any way you look at it, this is a show for the street. 

That statement is equally correct whether the 
XLS is cruising or standing still. 

For besides what you see here, what you'll experi- 
ence in person is the best handling, best performing 
1000cc motorcycle Harley-Davidson has ever built. 

We call your attention to the siamese exhaust that 
optimizes horsepower and actually increases torque. 
Point out the practicality of the high-flow air cleaner 


We support the Motorcycle Safety Foundation and the A.M.A. and believe in safety first. Always ride with lights and helmet. Specifications subject to change without notice. 





that allows more air to reach the carburetor. The 
V-Fire™ ignition system that’s virtually maintenance- 
free for quick, sure, starts. 

And, Willie G., besides mastering the fundamen- 
tals, also has a keen eye for detail. So you'll have cast 
9-spoke wheels, personally designed by Willie. A fat, 
16” drag style rear tire. A chrome plated rear wheel 
sprocket. Raised white letters on your Goodyear A/T’s, 
and 3 disc brakes—two in front, one in the rear. You’ I 
also notice the inclusion of highway pegs...so you 
can stretch out in your customized double bucket pillion 
seat and admire the admirers. 


Help keep insurance costs down; lock your bike. Follow owners manual for maintenance. 


The whole package comes wrapped in a two-tone, 
deep charcoal metallic and black paint job that can best 
be described as part beauty, part beast. Selected 
engine parts wear a special silver metallic and black 
wrinkle finish. 

For those who are geared to buying impersonal, 
uninvolved, turn-em-out motor- 
cycles, this kind of involvement 
must come as a real shock. 

Harley-Davidson 


UNTIL YOU'VE BEEN ON A HARLEY-DAVIDSON, 
YOU HAVEN'T BEEN ON A MOTORCYCLE. 
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VICEROY 


LOW TAR : ENRICHED TOBACCO 


Warning: The Surgeon General Has Determined 





That Cigarette Smoking Is Dangerous to Your Health. 


Rich Lights 


i pood enough 


i Kings and 100%, 


è mg. hicotins av. per cigarette by FIC method. 





@ THE MOTORCYCLE LUGGAGE MARKET IS 
growing up. No longer are manufacturers 
casting racks and bungie cords and enve- 
lope-sized saddlebags before us and say- 
ing, “take ’em or leave ’em.” Now we're 
getting some practical, for-real luggage. 
Among the most practical are the new 
suitcase-style removable saddlebags, six 
of which Cycle rounded up for a head-to- 
head comparison test. 

We found prices ranging from a low of 
$232 per pair for bags and mounting 
hardware, to a suggested retail of $700 for 
hardware and a pair of bags plus trunk. 
We found some radical designs, and we 
found some old, familiar suitcases re- 
designed as saddlebags. A few func- 
tioned acceptably; one bent its bracketry 
in 140 miles; one set looked great but was 
quite impractical. In short, we found three 
winners, a loser, and a couple of maybes. 

Removable saddlebags have several 
JANUARY 1979 





Six Brands of Removable 


You Can Take It With You In: 
Pacifico Shadow Royale 


Arthur Fulmer Generation Il 
Luggage Systems 


Samsonite Tribar Touring Systems 
Vetter Floating Mount Saddlebags 
Craven Classic 
BMW/Krauser Saddlebags 


PHOTOGRAPHY: BILL STERMER 





real advantages. First, when you stop for 
the night, they pop right off and come with 
you into the motel room or tent. Second, 
when you're back at the daily grind just 
riding your bike to and from work, you can 
easily dismount and store them in the 
spare room while you ride around with 
bare brackets. The bags are therefore not 
subject to the wear and potential damage 
of the commuter grind. Third, you pack 
them like suitcases in the comfort of your 
abode, meaning there’s no pawing 
through dirty underwear and cooking 
gear to find your toothbrush in the parking 
lot in the rain. And fourth, these bags can 
do double-duty. Why own another set of 
luggage when your saddlebags are fine 
for airline travel or will go in the trunk of 
your car on vacation? 

Our six “test cases” were BMW/ 
Krausers from Germany; Cravens from 
England; and American sets from Vetter, 
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Pacifico, Arthur Fulmer, and Samsonite. 
We tested in order of price beginning with 
the least expensive. As a test platform we 
used a BMW R100S equipped with 
Luftmeister fairing. 


PACIFICO SHADOW ROYALE 

Pacifico, Inc. of Gresham, Oregon has 
been in the motorcycle product business 
about twelve years, currently manufactur- 
ing fairings, plastic fenders, gas tanks, 
and now a Suitcase saddlebag ensemble 
called the Shadow Royale. 

The Shadow Royale, which has been 
on the market about a year, is the least 


expensive luggage we tested at $232. 
Available colors are black, silver, white 
and Pacifico Red. Our test bags came 
with glossy black lids and glossy crinkle 
bodies. The lid is accented with a pair of 
thin gold stripes and a Pacifico emblem at 
top-center. They split vertically, as do 
suitcases, but provide no interior straps or 
dividers to hold the load in place. 
Virtually all the Shadow Royale’s inte- 
rior space is usable due to its boxy config- 
uration and relatively flat sides. The bags 
are interchangeable side to side, meaning 
less stocking problems for dealers. Inside, 
the four locking latches, handles, and 
hinges are secured by rivets and washers 
directly to the ABS Plastic bags. Other 


manufacturers, Vetter for instance, but- 
tress their mounts with metal strips or 
plates. The Pacificos hang on their metal 
racks by metal knobs which fit into ABS 
slots. This metal-to-plastic connection 
could be a potential trouble spot. All eight 
latches, the hinges and handle trim are 
stamped metal. 

Mounting illustrations were clear, clar- 
ifying what the printed instructions did 
not. Of all bags tested they took second- 
longest to mount, due to the “universal” 
mount. (We do not favor this mount for the 
same reason we do not like such things as 
universal shoes.) 

The tubular steel mounting racks which 
the bags hang on are sturdy enough, but 


Pacifico: A thin ABS plastic body with lots of usable space and a heavy tube-steel frame. Universal-mount slotted brackets cantilever the load far out to the side. 





the flat brackets which attach the rack to 
the motorcycle need more development. 
Two of these mild steel brackets have 
long adjusting slots. Each has two bends 
and cantilevers from the forward mount- 
ing points on the bike to forward mounting 
points on the rack. The bags ride far out 
from the bike, with all their weight sup- 
ported far forward. 

We slid each bag into its mount, locked 
it, filled each with 21 pounds and went for 
a ride. No warnings were provided for 
maximum recommended weight in the 
bags or speed with them mounted. 

In motion, the Pacificos flutter and 
quiver noticeably side to side. Test riders 
felt a queasiness in handling most likely 


caused by the unanchored aft saddlebag 
portions leveraging the rear of the bike via 
the cantilevered brackets in a classic tail- 
wagging-the-dog situation. The bags 
need a steadying support, such as a 
crossover luggage rack, to link the rear of 
the brackets together. 

At 12.5 pounds per pair, the Pacificos 
were as light as any tested. Mounting 
brackets added another 11.25 pounds, 
about average for the luggage tested. 

Pacifico is the only brand which offers 
optional crash protection for its bags. For 
$49 they'll provide a pair of dual chrome 
railings which fit to the mounting brackets 
and weigh an additional 6.75 pounds. The 
welding is a bit cobby, but installation 


takes only five minutes per side. The 
catch is that to remove the bags, Pacifico 
recommends that the rails always be in 
their down position. This means that to 
dismount and open two saddlebags in- 
volves: removing four hitch-pin clips, 
pivoting two sets of rails down, unlocking 
and unlatching four lower locks, removing 
two bags, then unlocking and unlatching 
four bag locks... . puff... puff... 

But Pacifico has dealt most cleverly 
with the problem of access while on the 
bike. First, the rider unlocks and un- 
latches the two locks which secure the 
bags to the frame. They are located along 
each side of the bag, and low. Then he 
pulls the bottom of the bag outward and 


Craven: A clean appearance but the biting aroma of fiberglass. Luggage rack is included. Mounting is a matter of pieces, pieces everywhere, everywhere. 
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upward, swinging it in an arc as the bag 
pivots on two hinged knobs. Once the bag 
is horizontal, the rider reaches into the 
luggage mounting framework; pulls out 
the support rod, places its rubber foot in 
the appropriate depression in the bag, 
and presto, the bag is supported on the 
flat. The lid can now be opened—but an 
annoyance is that it opens outward. 

Besides the flimsiness of the mounting 
system, the bags themselves are also 
flimsy. When we loaded our 21 pounds of 
oil in the vertical position, each bag 
bowed along the bottom. To close the lid 
we had to reach down to support the 
bottom with one hand while working the 
lid over the gasket with the other. In our 
side-by-side hose-down test, they allowed 
in a moderate amount of water, enough to 
cause minor soaking at the edges. 

Conclusion: We feel that the Pacifico 
Shadow Royale bags are simply too flimsy 
to perform well. The cantilevered brack- 
etry provides poor support, and the bags’ 
method of attaching to their support racks 
likewise needs more thought. However, 
the pivoting bracket is a good idea for 
handling the access problem of a ver- 
tically-oriented bag. 


VETTER FLOATING MOUNT 
SADDLEBAGS 

No one has ever accused Craig Vetter 
of designing dull, conservative equip- 
ment. His new, first-ever saddlebags are 
trend-setters in several areas: they are 
triangular rather than boxy, load horizon- 
tally rather than vertically, and ride on 
something Vetter calls the “Floating 
Mount.” At $289 they are the second-least 
expensive bags we tested. 

Viewed from behind, the bags are tri- 
angular, with the broad base at the bot- 
tom. Instead of splitting open like suit- 
cases, the bodies are one-piece with 
drop-down access doors. A Vetter em- 
blem fits in the lower rear corner of each 
door. A chrome bar runs beneath each 
door, and a similar bar completes the 
“Texas Trim” at the rear. The handle is 
heat-treated vinyl. 

The one-piece body is unpainted, tex- 
turized polyethylene roto-molded in black. 
Polyethylene is super-strong, but it's 
waxy, making it as difficult to paint as a 
bar of soap. For this reason, Vetter made 
the doors of easily-painted ABS. They 
come standard in black or white. For an 
additional $10 per door the company will 
color-match them to your bike. 

Craig Vetter personally dislikes the ap- 
pearance of saddlebags, and what they 
do to a motorcycle’s handling. He wanted 
to develop bags which look good, and he 
wanted them to ride flexibly, like a pas- 
senger, but not to the point of inviting 
pendulum action. He arrived at the Float- 
ing Mount. 

The Floating Mounts have two attach- 
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Saddlebags: Facts & Specs 


Bags and 
Manufacturer 


PACIFICO 
Shadow Royale 


Pacifico, Inc. 


1625 S.E. Hogan Rd. 
Gresham, OR 97030 


VETTER 
Floating Mount 
Saddle Bags 


Vetter Corp. 
1150 Laurel Lane 
San Luis Obisbo, 


CA 93401 


SAMSONITE 
Tribar Touring 
Systems 


Samsonite Touring 
Systems Div. 

4730 Oakland St. 
Suite 600 

Denver, CO 80239 


CRAVEN 
Classic 


Craven Equipment 
P.O. Box 472 
Freeport, IL 61032 


BMW 
Butler & Smith East: 


Walnut St. & Hudson Ave. 


Norwood, NJ 07648 


West: 
135 E. Stanley 
Compton, CA 90220 


KRAUSER 
Beach's Motorcycle 
Adventures, Inc. 


2763 West River Pkwy. 
Grand Island, NY 14072 


ARTHUR FULMER 
Generation Il 
Luggage Systems 


Arthur Fulmer 
260 Monroe 
Memphis, TN 38101 


Price Cu. In, 


$232 


$289 


$299 


$325 


$341 


$345 


$700 


Interior Composition 
Capacity Measurements 
(Per Bag) in inches 
1850 Length: 19 ABS Plastic 
Height: 14.50 
Width: 8 
1850 Length: 15.25 ABS Plastic 
Height: 13.50 
Width: 9.75 to 12 
1870 Length: 19.75 ABS Plastic 
Height: 12.50 to 13 
Width: 8 
1885 Length: 18.50 to 19.50 Fiberglass 
Height: 13 to 14 
Width: 8.50 
1975 Length: 18.85 ABS Plastic 
Height: 13 to 14.50 ~ 
Width: 4.75 to 8.25 
1975 Same as BMW ABS Plastic 
1600 Length: 25.25 ABS Plastic 
Bag Height: 10 to 12.50 Bags 
Width: 7.40 Fiberglass 
1550 Trunk 
Trunk 
CYCLE 


feight of 
ags (Pair) 
ounds 


12.50 


0.65 


4.25 


16.25 


12:50 


12.50 


17.00 
Bags _ 
10.50 
Trunk 


Weight of Bags Will They Hold Approximate 


and Mounting 
Brackets 


23.75 
30.50 with 
Crash Trim 


30.00 


19.75 


26.75 


17.35 


18.50 


43.00 


JANUARY 1979 


a acces eer eee eee ee 


Helmet? 

No 3 Hours 
Yes 1.5 Hours 
Yes 10 Minutes 
No 5 Hours 
Yes 45 Minutes 
Yes 1.5 hours 
No 2 Hours 


Is Luggage Features 
a Full Coverage Mounting Time Rack 


Included? 


No 


Hinged 
brackets allow 
bags to rest 
horizontally for 


- access while 


Yes 


No 


Yes 


With Slash 
models only. 


Yes 


Yes 


mounted. 


Floating mount. 


Best access 
while mounted. 


Swoopy styling. 


Foolproof 
mounting. 
Internal divider 
and straps. 
Rain bonnets. 
Most versatile. 


Very clean 
styling and 
finish: 


Large volume. 
Support brace. 
Interior straps. 


Large volume. 
Beautiful 
brackets. 
Interior straps. 


Price includes 
trunk. : 

The most 
beautiful 
system. 





ing points. In front, a heavy steel stud on 
the bag fits into a rubber donut on the 
bracket. In the rear, a pair of rods click 
into the groove of a device called (Satur- 
day Night Live fans take note) a cone- 
head. Three rubber feet on the bracket 
rest against the bag’s rear wall for sup- 
port. The rears lock in with a decided 
click, but it’s best to give them a smart tug 
to be certain they’re latched securely. 

Inside, the bags hold 1850 cubic inches 
apiece. But don’t let that measurement 
fool you. Because of the tortuously con- 
voluted indentations and outdentations of 
the back and rear walls, the Vetters hold 
less than all but the Arthur Fulmer bags. 

These bags pack horizontally, an orien- 
tation we favor because the load will not 
be shaken down to settle in the bottom, as 
it does with vertically-oriented suitcases. 
The load can be laid flat in the Vetters, but 
once the stack reaches the top half where 
the triangle narrows, clothing must be 
folded in quarters. 

While open, the drop-down door is sup- 
ported by a black nylon strap. When off 
the bike, the bag sits on four rubber feet 
but tends to pitch over on its face if the 
door is opened while the bag is empty. 

Vetter has had problems with water 
leakage, and our test bags leaked moder- 
ately. The door’s thin rubber seal closes 
against the texturized body and simply 
isn’t soft or wide enough to seal. Either a 
softer gasket, smoother surface or a gut- 
ter is needed. 

At 20.65 pounds, the Vetters are the 
heaviest bags in our comparison. But 
they're also very strong and would be our 
choice as least likely to crumple if the bike 
were dumped. Should you trash one, 
however, you must replace either a right 
or left as they do not interchange. 

Removing and opening both bags re- 
quires only one key to operate both 
mounting locks and both door locks, a 
total of four operations. When dis- 
mounted, the bags are designed to be 
carried with the doors toward your legs. 

The mounting brackets weigh 9.35 
pounds, including a luggage rack. Any- 
one who has mounted his own Windjam- 
mer by-the-numbers is familiar with Vet- 
ter’s devotion to clear instructions. Every 
nut, every bolt, every washer is detailed in 
its exact place in the 12-page instruction 
booklet (not including an update insert 
and two-page lock adjustment note). Ev- 
erything fit in 35 minutes. They did not 
require removal of the stock turn signals. 

The bags are designed to fit tightly 
against the flanks of the motorcycle and 
to allow for plenty of bank angle and 
ground clearance. While it took a lot of 
fiddling to cram our 21 pounds of oil into 
each bag, the load happily fluttered in its 
Floating Mounts with no sign of distress. A 
warning decal inside each door cautions 
against loading more than 60 pounds total 
in the bags and rack. 

Conclusion: The Vetter Floating Mount 
Saddlebags are good-looking, reasonably 
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priced and have very little effect on mo- 
torcycle handling. We liked their horizon- 
tal layout. What we didn’t like was their 
relatively small capacity, the way they 
leaked moderate amounts of water, and 
the fact it was not always obvious when 
the bags had securely locked to their 
brackets. Also, they would be the least 
likely of our test cases to accompany you 
on an airline or automobile trip due to 
their unconventional shape and appear- 
ance. They’re a reasonable buy if you 
like swoopy looks and untarnished han- 
dling more than carrying capacity. 


SAMSONITE TRIBAR TOURING 
SYSTEMS 

Several years ago, John Warren was 
building automotive chassis for Dan 
Gurney’s Indianapolis cars. He has since 
become editor of Touring Bike Magazine 
and developed motorcycle-oriented lug- 
gage based on the popular Samsonite 
suitcase. Samsonite bought the patent, 
and the former Gurney bags are currently 
marketed under the Samsonite label. 

You either love their looks or you hate 
them. You either feel they belong, or you 
don’t. While some bikers feel the appear- 
ance of two standard-looking suitcases 
stuck on a motorcycle is stodgy, we found 
the Samsonites to be the most versatile 
bags in the test. 

Two hundred ninety-nine dollars will 
buy two Samsonite Tribar bags, a pair of 
protective bonnets to cover them, and the 
mounting system hardware. But these are 
not standard suitcases. The touring lug- 
gage comes in black only and has that 
unique triangular bulge in back which fits 
into the Tribar mount. The motorcycle 
luggage is made of .185-inch thickness 
ABS Plastic, while Samsonite hand lug- 
gage is only .122-inch thick. The black 
bonnet is.made of nylon. The bike bags 
have no more weather-proofing than the 
hand luggage. 

When dismounted, the bags stand up- 
right on four substantial feet. While 
mounted, they are interchangeable side 
to side. At the top of each is a plastic strap 
which snaps around the handle to keep it 
from rattling while traveling. The handle 
itself consists of a wire insert-covered with 
injected polypropylene. 

“The Samsonite Tribar Touring System 
is luggage,” Warren states, “not sad- 
dlebags.” This luggage approach is evi- 
dent in the interior straps which hold the 
clothing and in the snap-in dividers. The 
entire lid has a nice fabric lining, while the 
base is unlined. None of our other test 
cases contained lining. 

Rather than try to weatherproof the 
entire vertical split, Samsonite provides a 
heavy bonnet which fits over the top, 
bottom and sides; this is kept in place by a 
heavy elastic band. The bonnet gives club 
riders a place to sew their patches, not to 
mention keeping the bags clean. In our 
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hose-off and in four days of for-real rain, 
the bonnets held off all but a little damp- 
ness around the split. Keep in mind that 
the bonnets cover the handles, so the 
wet/dirty/yukky covers must be worked 
off before the bags can be carried away. 

Each bag has two lifting locks on top 
which open effortlessly with their key and 
lie flat when locked. The hinges are re- 
cessed, giving the bags a very clean ap- 
pearance overall. 

The Samsonite Tribar hardware was 
the easiest to install. The single chrome 
bracket which fits on each side is com- 
posed of steel tubing in the shape of a 
120-degree triangle with three support 
brackets welded to it. Total weight is 5.5 


Samsonite's foolproof mounting: The bulge drops into 
the Tribar rack, the pin fits through hole in plate. 





Samsonite's Tribar mounts in minutes. Pin | locks bag 
at the top. Empty tabs are for optional third bag. 





pounds. Two of the three mounting holes 
are provided with nuts and bolts already 
inserted, while the third slips over the top 
shock bolt of the BMW. The instructions 
did not include a diagram; even so, instal- 
lation took only five minutes per side. 
When it comes to securing the bags in 
their brackets, Samsonite also wins praise 
for the most fool-proof system. The bag’s 
triangular bulge is simply dropped into the 
downward-pointing V of the bracket. It 
stays by its own weight and is locked in by 
a thick metal pin with a threaded base. 
The pin is inserted through a threaded 
hole in the top Tribar tube and extends 
into a hole in a metal plate atop the 
luggage. Then the base is screwed in with 





Clever ose is evident in this brace, which supports 
the Pacifico bags horizontally for easy access. 





BMW's brackets are light, strong and unobtrusive. 


Arthur Fulmer bags wrap around the bike like a long- 
time girlfriend. The prototype rack fit crookedly. 












The shallow Fulmer bag would flop right over on its If Vetter bags have so much cubic volume, why don't they hold very much? This is why. 
pretty face without our visible means of support. 






The Fulmer bracketry is reminiscent of the bow railing  Craven's complexities:A bevy of nuts, bolts, L-studs, and Dzus fasteners. Long bracket flexes when loaded. 
on an ocean-going cruiser. A tad obtrusive. 


31 








PHOTOGRAPHY: DAVE HAWKINS 








“Inside the school . . . they 
told you when to get up and 
when to eat; generally they 
controlled your entire life. 

In no way did they train 

you to cope with life on the 
outside. All the students at 

the school wanted to do was sit 
around and talk. That was 
boring me. | wanted to do some- 
thing, not just talk about it.” 


By Dave Hawkins 


@® MOTOCROSS TUNERS, THE REAL ONES, 
you know, the factory mechanics who 
groom and tune race bikes on the National 
circuit; they’re the insiders who spin the 
wrenches and walk around in boogie- 
britches, those curious overalls done in a 
style between High Disco and Great Mid- 
western Rural. They talk tuner-talk. This 
includes detonation, shock valving, 
spring rates, porting and pipes; who’s hot, 
who’s slow, and who's not signing with 
whom next year; how the food goes down 
at the four local motels and which are the 
best three restaurants nearby; and who 
got the latest speeding tickets, and where, 
and why. 

But this isn’t a story about motocross 
tuners and tuning. This is a story about 
one tuner—Gerald “Rocky” Williams— 
and getting there. For Williams, tuning 
was the easy part; getting on the National 
circuit was the tough one. Rocky is deaf, 
but don’t misunderstand. This isn’t one of 
those towel-wringing, tear-jerking stories 
about the handicapped trying to breech 
the immovable wall. This story is about 
Rocky, the Irresistible Force, who fought 
his way into the world of conventional 
speech and sound. It’s not even a story 
about The Handicapped. Rocky doesn’t 


accept that word. The word itself is an 
32 


invidious crippler because it suggests a 
paralyzing way to think about oneself. 
Well, Rocky refused: handicapped, no 
way. Rocky the Irresistible simply hears 
and speaks a little differently. 

Gerald Williams, like every other rider or 
tuner in racing, started at the bottom. He 
began desert racing in Southern Califor- 
nia in his twenties, joined the Zebras 
racing club, became a teammate of Bruce 
Ogilvie and worked his way down to a low 
three-digit number. Desert racing, how- 
ever, was gradually closing down, so 
Rocky tried motocross. When his brother, 
David, took up motocross racing and 
showed promise, Rocky began tuning. 
For two or three years, the Williams broth- 
ers were a force in the crucible of make-it- 
or-break-it Southern California moto- 
cross. The Williams team got its first break 
in 125cc motocross when a small but 
expanding performance shop—DG—gave 
them partial sponsorship. Later DG hired 
Rocky as a full-time mechanic. He was on 
his way. 

Rocky had already learned to make his 
way, to strike out on his own, to leave 
behind the walled-in world created for 
handicapped. Schooled at an institution 
for the deaf, Rocky had been cut off from 
the outside. “Being deaf tremendously 
limits your social and professional life, 
and the two social worlds are quite dif- 
ferent. Inside the school everything was 
geared for the deaf person. They told you 
when to get up and when to eat; generally, 
they controlled your entire life. In no way 
did they train you to cope with life on the 
outside. All the students at the school 
wanted to do was sit around and talk. That 
was boring to me. | wanted to do some- 
thing, not just talk about it.” Rocky left. He 
was seventeen. 

For seven years he was an automobile 
mechanic. But when his interests shifted 
to motorcycles, Rocky believed that work- 
ing on cars should belong to his past, 


just as surely as the school for the deaf. 

“Motorcycle tuning was a lot of fun, and 
| was learning new things. And | was doing 
things that no other deaf person had ever 
tried. It was a challenge. If | could make it 
in motocross tuning, then l'could leave all 
those deaf prejudices behind. | could 
communicate and contribute in both the 
hearing and deaf worlds.” 

Rocky figured he'd be in factory 
boogie-britches in no time at all. At DG he 
hooked up with a young motocrosser who 
was making time, and all of it fast. The 
kid’s name was Bob Hannah, “the Wild 
One,” who led DG’s young—and at the 
time unproven—race team. During a typi- 
cal week at DG, Rocky would go com- 
pletely through every race engine the 
team had, but on weekends he accom- 
panied Hannah to the local races. Hannah 
got the best equipment Rocky could put 
together. 

“| was very proud of Bob. Hannah was 
always a hard worker. He didn’t even have 
a car to get to the races. He lived some- 
where out in in the desert, and it was really 
difficult for him to get from his home to 
Saddleback or Carlsbad, which is actually 
closer to San Diego than Los Angeles. 

“Bob has always been fast, even from 
the first race | worked with him. You could 
tell he had something the rest didn’t. But 
above all he was really crazy. I’ve seen 
him do things on the track that would 
scare me to death, and he would never 
even fall. But what | really liked about Bob 
was that he would always be trying little 


-things to go faster. We would move the 


footpegs up an inch or change the bars— 
anything to go just a little faster.” Bob and 
Rocky became close friends, united by a 
ferocious desire to succeed. 

Hannah’s chance came quickly. Rocky’s 
didn’t. When the Yamaha factory ap- 
proached Hannah for a fully sponsored 
ride, Bob wanted Rocky to come with him, 
a normal arrangement. But Hannah was 
just a brilliant wet-nosed beginner. What 
did he know about such things? Hannah 
was hired. His request was denied, and 
Rocky was out. 

With more than a little resentment 
Williams vividly remembers his separation 
from Hannah. “I worked really hard for 
Bob, seven days a week counting the 
races. At nights if the bike needed any 
attention, | was out in the garage. It didn’t 
matter because | knew that Hannah and | 
were going to be Number One. But then | 
was really slapped in the face, just be- 
cause | can’t hear. They ignored my talent 
and everything | worked for and just 
looked at my problem of communication. 
You know, l'm not handicapped! 

“| felt bad for a long time. It was the 
same old story that | had learned so well 
as a member of the deaf world. And it’s 
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not just me, it’s all deaf people. In any 
matters of communication, not very many 
people take the time to try to understand 
you; they just leave you waiting—usually 
for a long time. 

“But | refused to quit. If not Hannah, | 
would just have to get another rider. | 
started working for DG’s Danny Turner. In 
a pretty short time Turner was hired by 
Yamaha. They didn’t need a mechanic 
that time either.” 

Rocky began again. He spotted Broc 
Glover, who was riding for another small 
performance shop. Figuring that Giover 
could soon be a national winner, Rocky 
encouraged DG to hire the youngster 
from San Diego. “Broc was easy to spot. | 
was at the races every week, and almost 
every week he won. But more important, 
Broc took the time and cared enough to 
be in top physical condition. If he didn’t 
get a good start, even back then, you 
could just see the determination on his 
face as he charged through the pack.” 

During the week at DG, Rocky worked 
on the team race engines, though on race 
day Broc’s father tended to his son’s bike. 
Rocky waited. Soon Glover joined Ya- 
maha’s team. Again Rocky applied for the 
job as mechanic. Nothing had changed. 
He didn’t get the job. 

That disappointment was soon fol- 
lowed by another. DG Performance Prod- 
.ucts entered its period of spectacular 
growth, and its racing budget expanded 
accordingly. Rocky was able to travel to 
his first few big-time races, the Trans- 
AMA. Disaster. 

His bike seized three pistons in short 
order. Rocky fumed that the rider didn’t 
break in the pistons. There followed a 
rider/tuner flap, and rider/tuner/sponsor 
acrimony. Rocky was off the Trans-AMA 
circuit and back to the minor league of 
local motocross. “| wanted to travel so 
bad and do the big races where the 
excitement is. | didn’t want to go back toa 
shop and the local races.” Rocky left DG. 

He tried Suzuki. “With all the experi- 
ence | had, how could they turn me 
down?” Rocky handed in his application; 
shortly he was instructed to report to work 
in 10 days. “I thought | had made it. | was 
so happy for 10 days. When | showed up 
on the tenth day, no one seemed to know 
why | was there. There were whispers. 
Finally they said they could not really hire 
me, after actually hiring me, because they 
didn’t have a rider for me. | was out before 
| even had a chance to turn a nut.” Even 
Rocky the Irresistible began to wonder if 
he would ever become a real factory 
mechanic. 

He survived. After that, either the 
bumps got smaller or he got used to the 
ride. Rocky went to work for a small 
accessory shop and tuned for Bruce 
McDougall and Ron Turner. Everything 
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went fine for a couple of months—until the 
shop went bankrupt. 

Then another bump. Ossa had ex- 
pressed some interest in Marty Moates. In 
what was to be a trial year between 
Moates and Williams before Ossa got 
behind a full, one-man factory effort, 
Marty and Rocky did the Trans-AMA. “It 
was a very low budget attack,” remem- 
bers Rocky. “I had to use my own van and 
was paid only for hotel, gas and food 
expenses. They didn’t even pay me for 
mileage. There was no salary; we just had 
the prize money to share for living ex- 
penses.” Moates had a good season. 
Ossa signed him to a two-year contract to 
race the 250 Grands Prix in Europe. 
Rocky was left behind, holding only his 
van, 50,000 miles older. 

With Moates on his way to Europe, 
Rocky went back to Southern California 
to a series of jobs. He spotted an adver- 
tisement in a motorcycle weekly paper; 
Maico needed a mechanic for their new 
rider, Gaylon Mosier. “I really didn’t know 
who he was because l'd been away from 
the local scene for a while. So at the next 
race | really watched him closely. Com- 
pared to the rest of the pros he just 
disappeared with the lead.” Rocky ap- 
plied for the opening. 

Finally, a break. Someone at Maico 
actually recommended Rocky for the job. 
Two hurdles remained—the approval of 
the rider and the final okay from the Maico 
hierarchy. The first part of the decision 
was left to Mosier. Maico then briefed 
Mosier on Rocky before they met. The 
meeting came at a local race at Sad- 
dleback Park. 

“It was the first time | had ever spoken 
to Gaylon. Neither of us talked about the 
job, but it was definitely in the back of our 
minds.” Though steeled to rejection and 
conditioned by it, Rocky got to the point: 
Did Mosier want him? “Sure,” replied 
Mosier casually, “why not?” 

Maico was lecs certain and less casual. 
Did Mosier really want to spend his time 
on the road trying to explain a bike’s 
numerous problems to someone who 
couldn't hear a single word, who couldn’t 
hear pinging or detect piston slap? During 
this verbal ping-pong match with Maico, 
Gaylon pointed out that for the ensuing 
season Maico wouldn’t have free use of 
the Mosier van which belonged to 
Gaylon’s father. 

“When | heard that,” Rocky said, “| 
played what | thought was my last card: | 
offered Maico the use of my van for the 
season.” Still, Maico hesitated. Desperate 
to be judged on his ability to tune a 
motorcycle rather than his inability to hear 
normally, Rocky offered Maico a two- 
week free-trial. “By this time | was really 
desperate. | wanted to travel to the big 
races so bad, and Gaylon seemed to 








really like me. | Knew we could go well 
together. So | said to Maico, ‘Just let me 
go to the first two races at my own ex- 
pense, then if you don't like my work you 
can fire me. Just give me a chance.’ ” 

Maico accepted the offer; they could 
hardly have refused. The next week the 
Golden State Series began in California; 
there Maico got a free look at Rocky’s 
ability under some very tough competi- 
tion. Gaylon jumped into an early points 
lead in the first two weeks, and he never 
surrendered it. Rocky—finally—was in. 

Maico’s support wasn’t papered berm- 
to-berm in dollars. “The salary was okay, 
but | wasn’t even paid expenses or 
mileage on my van. But that first year with 
Gaylon was really worth it. Mosier finished 
the Super Series in third place, the 250 
Nationals in ninth place, the 500 chase in 
10th and the Trans-AMA in eighth.” 

At last Rocky hit the road, the way he 
wanted to, on his terms. Still there were 
adjustments to be made by the non-hear- 
ing mechanic in a hearing world. “| got 
very lonely during the week; there was just 
the bike to work on, then travel to the next 
race. By the time everyone gets there, the 
pits are so hectic you don't really get time 
to visit with other mechanics. But this is 
what | really want to do—I love it.” 

“What | really want to be is Number One, 
naturally. That’s the only reason for rac- 
ing, isn’t it? If it takes working hard to be 
Number One, I'm prepared to make any 
sacrifices that it calls for. | don’t mind the 
work. Number One is what I’m after.” 

Kawasaki hired Gaylon Mosier to battle 
in the 125 Nationals for the 1978 season. 
This time Rocky went with his rider. When 
Kawasaki introduced its '78 team, Rocky 
was thrilled. He had made it. His round 
face beamed: “They are paying me so 
well! And I'll have my own truck. But all 
that doesn’t matter; with the Kawasaki we 
have a chance of becoming Number 
One—and that’s what really matters.” 

Mosier found the shift from the Open 
Class to 125s difficult, and his transition 
was slow at first. He fell behind in the 
points race, and Yamaha’s Broc Glover 
ran away with the title. Nevertheless, with 
Rocky’s help Mosier finished second in 
the series. 

For Rocky, not all the excitement has 
been on the track. Once, an army of 
police officers stopped his van in Dallas in 
the wake of a bank holdup nearby. Rocky 
reached for a small card he carries; it 
explains that he’s deaf. By the time he 
displayed the card, he was staring directly 
into a .38 Police Special. 

Perhaps even that experience wasn’t 
as tough as facing all those doors that 
once kept closing in his face. Yet the 
important thing to remember about Rocky 
isn’t that he could not hear the doors slam 
shut. It is that he would not hear them.. ® 
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Now you 
can leave the 
competition 
two strokes behind. 


New Honda XR250. 








Four-stroke power and tractability 
in anew enduro-ready 


machine. 





From the muddy, slippery slogs of 
Eastern enduros to the sizzling, 
power-robbing heat of the Western 
deserts, competitors have been 
awaiting the arrival of an enduro- 
ready four-stroke dirt bike. And 
Honda has delivered. Introducing the 


incredible new 1979 Honda XR250. 

The XR250 is enduro-ready off the 
showroom floor. A machine that 
combines advanced four-stroke 
technology, long-travel suspension, 
light weight and a host of special 
features that make it the complete 
enduro machine that it is. 


Four-Stroke Performance 
With its big-bore, short-stroke, 
OHC, single-cylinder engine pumping 


band, the all-new XR250 is ready to 
take on the competition. The XR's 
inherent four-stroke tractability helps 
get you through the slow stuff. While 
a responsive 30.5 mm carburetor, 
high-performance four-valve 
Pentroof™ head and hot-sparking CD 
ignition help power you across the 
fast stuff. And the four-stroke XR250 
offers other advantages, too. It gets 
good gas mileage, resists plug fouling 


and reduces high-frequency vibration. 


The impressive XR250's got a 
speed for every need—competition 
to weekend trai! rides. The broad 
powerband and crisp-shifting five- 
speed transmission help ensure it. 








Long-Travel Suspension 

The suspension floats the new 
XR250 over rough terrain. A leading- 
axle front fork soaks up a lot of off- 
road punishment through 8.8 inches 
of travel. In back, CR250R-type gas- 
pressurized laydown shocks deliver 
7.8 inches of cushioning action. 

With moss-covered rocky streams 
and cactus-peppered desert trails 
to pick his way through, steering 
precision is high on an enduro rider's 
priorities. That's where Honda's 
unique 23-inch front wheel and 
exclusive Honda-designed new 
pattern enduro tires excel. The front 
wheel helps the XR steer, corner and 
brake better by laying a longer 
footprint on the ground. And its 
larger diameter rolls more easily over 
potholes and whoop-de-doos. The 


OHC 4-valve head, 


i "m 
A By dual header pipes. 





new claw-action tires not only pene- 
trate soft dirt like a regular knobby, 
but actually grip it to increase traction 
and stability. 

The all-new 1979 Honda XR250 
has it all. Performance, tractability and 
a host of competition-ready features 
like those detailed on the next page. 


Surprisingly Light 

And now for the clincher. 

Remember the myth that four- 
strokes have to be heavy? Honda's 
just disproved it. The new Honda 
XR250 weighs only 252 Ibs. dry. 

So if you want to spend your 
weekends playing beat the clock, 
see the new 1979 Honda XR250, 
arriving soon (currently scheduled 
for November 1978 release) at 
your Honda dealer. 








Designed to race. Equipped to win. 








> x Big tripmeter | = Tool bag, enduro 
` Gas shocks, , numbers, large fillé SEON — K taillight, long fender. 
aluminum sprocket, à Opening. ' ws À 


chain tensioner. 









Combination 
headlight/front 
y number plate. 
Offset-axle fork, 

tucked-in trailing 
brake arm. 


Folding tip shift 
and brake levers. 


Always wear a helmet and eye protection. 
Designed for off-road, operator use only. 

Model availability may be limited. 

Specifications are subject to change without notice. For free 
brochure, write: American Honda Motor Co. Inc., Dept. C19XR, 
Box 50, Gardena, California 90247. © 1979 AHM Co, Inc. 


GOING STRONG! 


CIRCLE NO. 29 ON READER SERVICE PAGE. 


THE LIMITS OF POWER 


@ WITH GREAT CARE, THE JAPANESE FAC- 
tory engineer extracted his borescope 
from the spark plug hole of a silver 750 
racer. Turning politely to the owner, he 
enunciated in his uniquely accented En- 
glish, “You have detonation.” 

What did he see through the tiny optical 
system, and what did it mean? There was 
the shiny black piston crown, the bluish 
sheen of the chromium cylinder wall, the 
empty darkness of the exhaust port. And 
there was evidence of detonation; the 
edge of the piston was gray and eroded, 
as if by sand-blast. The engine would not 
survive, for the erosion would eat down to 
the piston ring, destroying its seal. Then 
hot combustion gas would pour past and 
seizure would quickly follow. 

Detonation is potentially much more 
than just an annoying ping or knock from 
your engine. It is a destructive combus- 
tion abnormality, a spontaneous and vio- 
lent auto-ignition of the last part of the 
charge to burn, the end gas. This occurs 
before the normal flame front can reach 
and ignite it, and its cumulative effects 
can shock the bearings out of the crank, 
torch holes in the pistons, or blast solid 
metal out of cylinder and head. Detona- 
tion has defined the upper boundary of 
spark-ignition engine performance ever 
since the beginning. 

High speed photography shows it best. 
A unique research engine with a trans- 
parent quartz-glass cylinder head is oper- 
ated for the camera. The first run will be 
normal combustion. In darkness the 
piston rises on compression, and the first 
light we see is the tiny flash of the ignition 
spark. A bright flame front spreads from it, 
advancing deliberately towards the cylin- 
der walls. This normal burning is an or- 
derly release of heat from the stored 
chemical energy in the fuel, whose mole- 
cules break down and recombine with 
oxygen from the air charge. The gases 
glow with heat, which raises their pres- 
sure very high. This pressure, acting on 
the piston, will ultimately become torque 
at the crank. As the piston descends, the 
gases expand and cool, and their bright- 
ness fades from the photo frames. 

A technician reloads the camera and 
raises the compression ratio of the test 
engine. The photo record in this run will 
be just like the last one until the final 
stages of burning. Now, in the still-dark 
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areas of unburned gas at the edge of the 
cylinder, flashes of light appear which 
expand to consume the remaining charge 
with incredible speed. As the engine runs, 
the rattle of detonation is heard. 

The end gas gets the roughest treat- 
ment of any part of the charge, so it’s not 
surprising that something strange might 
happen to it. By the time normal combus- 
tion is nearly finished, the end gas has 
been raised to an extreme of temperature 
and pressure, inducing spontaneous, pre- 
flame reactions that leave it in a hair- 
trigger state. If the normal flame reaches 
and burns the end gas, there is no prob- 
lem, but if the heating and compression of 
the end gas goes on long enough, it auto- 
ignites with sometimes terrible effect. 

What happens in the end gas is hard to 
study because conditions change quickly 
and are masked by combustion in the rest 


Detonation—the auto-ignition 
of the last portions of the 
combustion chamber’s fuel/air 
charge—has almost from the 
beginning determined the ceiling 
of engine performance. It re- 
mains a mystery. But after you 
read this, it'll be less of 
a mystery for you. 


By Kevin Cameron 


of the charge. To isolate end gas phe- 
nomena a special device is used, called 
the rapid compression machine. Its tem- 
perature controlled cylinder is fitted with a 
piston which can be rapidly driven into it 
to compress a fuel-air mixture to any 
desired ratio. The compressed gas is held 
at this volume while its pressure rise is 
studied. This machine is not an engine, 
and has no ignition. 

The pressure rises as the piston is 
driven home, as you would expect. What 
you might not expect is that the pressure 
continues to rise after the piston has 
stopped at TDC. The continued pressure 
rise results from the spontaneous pre- 
flame reactions we want to study. 

Even at room temperature there are 
random reactions between mixed fuel 
and air. When the minute heat output of 
such reactions is not lost, the reaction 


rate can increase. This is how a pile of oily 
rags can become hotter until it bursts into 
flame. Chemical reactions are strongly 
accelerated by temperature, so in the hot 
cylinder of the rapid compression ma- 
chine, the rate of spontaneous reaction is 
high, and ultimately climbs rapidly into 
flame. 

The pressure rise reveals a fascinating 
pattern. At first, there is a long period of 
slow pressure rise. This is called the delay 
period. Finally this reaction rate turns 
upwards quickly into flame. With fuels that 
resist detonation well in running engines, 
this delay period is long, giving time for 
the normal, spark-ignited flame to reach 
and burn the end gas. More knock-prone 
fuels show shorter delay periods, but with 
certain fuels of outstanding anti-knock 
quality, the pressure rise rate never be- 
comes really steep, but peaks gently as 
the charge is consumed. 

In most common fuels of interest, how- 
ever, once the delay period is over, the 
reaction rate and pressure rise get 
steeper without limit; the reaction rate is 
approaching infinity. Energy is now being 
released faster than it can leave the reac- 
tion zone, and pressure piles up into a 
steep front, or shock, which propagates at 
thousands of feet per second across the 
chamber, striking the walls with such im- 
pact that a listener would swear that it was 
metal striking metal. 

The conditions leading to detonation in 
the rapid compression machine are simi- 
lar to those in a running engine. High 
charge density, or high compression, high 
charge temperature or high temperature 
of the chamber all make detonation more 
likely. In addition to the effects of fuel 
quality, there is a time effect. The longer 
the mixture is held at high temperature, 
the more likely detonation becomes. 

The geometric increase of pressure 
with time is characteristic of chain reac- 
tion processes, in which the products of 
one reaction initiate more reactions in 
turn. At first such a process is slow; 
reaction products must have time to ac- 
cumulate to an effective concentration. 
When they do, the rate increases much 
faster. The long period of slow pressure 
rise in this chain reaction model corre- 
sponds to the observed delay period. 

Early in the delay period, it would only 
require a small change to greatly slow 
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down this chain-reaction process. In a 
running engine, such a slowing would 
have an anti-knock effect, and it is likely 
that this is exactly how anti-knock addi- 
tives act; by interfering with the chain 
reaction while the rate is still low. This 
model also correctly predicts the dimin- 
ishing returns afforded by more and more 
additive. The first small amount extends 
the delay period, suppressing detonation, 






and we respond by increasing compres- 
sion ratio to get higher efficiency. This 
raises the temperature of the end gas 
again, and because the temperature ef- 
fect is so strong, a vastly greater amount 
of additive is now needed to have a similar 
effect. 

To avoid detonation, compression ratio 
and spark lead are often juggled against 
each other, but the nature of each must 
be considered. Compression ratio is a 
basic engine variable, determining the 
division of combustion energy between 
useful work on the piston and waste heat 
out the exhaust. Spark lead is only a 
symptom of flame speed. We need to light 
the charge early enough that peak pres- 
sure will be reached as the piston starts its 
power stroke. Too early a spark and peak 
pressure will come too early. End gas will 
sit at high temperature for a long time and 
may detonate. Too late a spark can sup- 
press detonation, but it will also result in 
the piston beginning to move before peak 
pressure has been reached, and now 
power will drop. 

In effect, the charge is compressed 
only so that it may be expanded after 
being burned to peak pressure. Compres- 
sion ratio is meaningful only when seen as 
what it really is: expansion ratio. A low 
compression ratio is analogous to a low 
expansion ratio, in which the high pres- 
sure gases are only allowed to expand 
against the piston a small distance, after 
which the exhaust dumps the remaining 
energy into the atmosphere. This is why 
designers are at such pains to use the 
highest safe compression ratio—it wastes 
the smallest possible energy. 

Mixture strength is another basic vari- 
able. To achieve complete combustion, 
the carbon and hydrogen atoms of the 
fuel molecules must be able to find ex- 
actly the right number of oxygen atoms. 
When this process is complete (it never is 
in the real world, but it gets close) the only 
end products are carbon dioxide (CO,) 
and water vapor (H,O). Complete com- 
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bustion leaves no part of the charge 
which has failed to make its maximum 
contribution to heat release. At mixtures 
other than this chemically correct, or 
stoichiometric mixture, less heat is re- 
leased, flame speed drops, and less 
power is given. Because of the maximum 
heat release at this correct mixture, the 
likelihood of detonation is greatest there, 
and less above and below it. 

Not all fuel mixtures are flammable. 
(This is fortunate, for otherwise many of 


Harry Weslake’s 
swirl-generating 
offset intake port. 


us would have blown ourselves up long 
ago.) The lean limit in conventional en- 
gines is near 18 parts air, one part fuel, 
while the rich limit is about ten to one. 
Lean mixtures are of great interest to- 


day because of their potential for clean |- 


combustion and great fuel economy. 
Leaner than correct mixtures release less 
than maximal heat, but the excess oxygen 
present can ensure more complete con- 
sumption of the fuel. 

A test engine running at the lean limit 
misfires because normal cycle-to-cycle 
variations often put the mixture over the 
line into the nonflammable zone. Power is 
poor, and the optimum spark timing is 
very advanced, indicating slow flame 
travel. 

As we enrich towards correct mixture, 
the misfiring ceases and power rises, 
almost in proportion to the fuel added. 
This makes sense, for every added fuel 
molecule can find the necessary oxygen 
to make its heat contribution. Flame 
speed is up, indicated by best-power 
spark timing being retarded now. 

For complex reasons, peak power is 
actually delivered some five or ten per 
cent on the rich side of the chemically 
correct mixture, so instead of the stoichio- 
metric 15:1, best-power mixture is nearer 
12.5:1. Flame speed is at a maximum so 
spark lead can be reduced to a mini- 
mum. If the engine is ever going to deto- 
nate, this is the time, for combustion 
temperature is at its peak. 


Toroidal turbulent 
rotation in a 
squish two-stroke. 








Further enrichment cannot produce 
more power (except in the case of hot- 
running air-cooled engines which need 
the internal cooling of excess fuel to sur- 
vive) for there is no oxygen left to react 
with any more fuel. Power falls off slowly 
as combustion becomes cooler, flame 
speed slower. For years, this is where 
street bike manufacturers liked to set their 
carburetion, where the cooling effect of 
richness could mask many potential prob- 
lems such as excessive compression, 
insufficient piston clearance, etc. Conser- 
vative tuners avoid getting too near deto- 
nation by running two sizes rich, sacrific- 
ing power but gaining security. 

Rich combustion populates the ex- 
haust with incomplete combustion prod- 
ucts such as carbon monoxide (CO), vari- 
ous aldehydes and ketones (responsible 
for the sharp smell of auto exhaust) and in 
extreme cases, free carbon. All of these 
are the unburned hydrocarbons of ill 
fame. Finally at the rich limit, running 
becomes irregular again, spark lead re- 
quirement is large, and almost no power is 
given. Black smoke pours from the ex- 
haust. 

Running rich is a temptation, but when 
an engine is leaned down towards best 
power, anything wrong with spark lead or 
compression ratio or cooling system will 
soon show. 

The air whistling in through the car- 
buretor is a variable too, for its density 
determines the number of oxygen mole- 
cules available in the chamber for com- 
bustion. A low barometric pressure, high 
air temperature, or high altitude can re- 
duce air density, making an engine run 
rich. The reverse situation is the classic 
novice mistake at Daytona: going out to 
practice in the cool morning air with the 
carburetors still set for yesterday’s warm 
afternoon. The increase in air density 
drives the mixture towards peak tempera- 
ture, where seizure is likeliest. 

Heat gained by the end gas through 
compression and combustion is added to 
the original intake temperature. Hot air to 
the intake can make detonation more 
likely in this way. 

Humidity is often discussed in relation 
to tuning, but the effects are minor. Water 
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vapor is an anti-detonant of sorts, and a 
high humidity can also act as a sort of 
molecular spacer, reducing the partial 
pressure of oxygen and making an engine 
richer. 

With so many factors at work and the 
monster of detonation waiting with jaws 
agape to devour your engine, wouldn't it 
be nice to have a little meter to look at, 
whose dial was calibrated in answers? 
There are air density meters, barometers, 
and thermometers in use at the races, but 
they are only advisory. The tuner’s judg- 
ment, after all the data are in, is all that 
keeps the monster at bay. 

Early engine research ran head-on into 
detonation, and for a time, this was con- 
fused with another disagreeable phe- 
nomenon: pre-ignition. Pre-ignition is 
ignition of the charge before the normal 
spark, by some hot object in the chamber, 
such as glowing carbon or an over-hot 
plug electrode. Because pre-ignition is 
identical in effect to very early ignition 
timing, it often leads to detonation as well, 
but the two phenomena are indeed sepa- 
rate. Indeed, on sufficiently knock-re- 
sistant fuel a pre-igniting engine can run 
very happily, though at reduced power. 

Pre-ignition was summarily dealt with 
by removing hot ignition sources from the 
chamber, but detonation was quite an- 
other matter. Tank and aircraft engines in 
World War | were subject to sudden and 
inconvenient stoppages from detonation 
damage. An engine might run flawlessly 
on one batch of fuel, but get very sick after 
running a while on another batch. The 
fuels might weigh the same, smell the 
same, even come from the same plant. 

This suggested a chemical attack on 
the problem, but even the best of analyti- 
cal technique could say nothing accurate 
about the likelinood of knock. 

Therefore special fuel research en- 
gines, whose compression could be var- 
ied while firing, were constructed to 
evaluate fuels. Such a standard test en- 
gine would be warmed up to standard 
temperature, run at standard RPM and 
load, and the compression ratio in- 
creased until the test fuel just began to 
knock. Its anti-knock quality would now 
be specified as its Highest Usable Com- 
pression Ratio (HUCR). 
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Even with every lab supplied with the 
same type of test engine and using the 
identical technique, the same fuel could 
still test out at two different HUCRs in two 
laboratories. Some unvarying standard 
was needed by which to calibrate the 
engines. Two pure substances were 
chosen as reference fuels, one much 
better than current gasolines, one much 
worse. The high reference fuel was iso- 
octane, and the low reference was normal 
heptane. 

A fuel under test would now be run on 
the variable compression engine and its 
HUCR determined. Next a series of runs 
would be made with various mixtures of 
the two reference fuels until one was 
found which reproduced the knock be- 
havior of the test fuel. Now test fuel quality 
would be stated in terms of the reference 
mixture of similar behavior. A fuel which 
knocked at the same HUCR as did a 
mixture of 80% iso-octane, 20% normal 
heptane was henceforth called simply 80- 
octane fuel. 

This was a notable advance. Fuel for 
aviation and other demanding applica- 
tions could be relied upon to produce 
standard results and no bad surprises. 
Fuel of constant quality could be refined 
by different methods and from a variety of 
crude stock. 








Test procedures have proliferated. 


since then, and there are four in common 
use today. For motor gasoline there are 
the Research and Motor methods, called 
the F1 and F2. Although the word “re- 
search” seems to imply chemical analy- 
sis, both methods are engine tests, 
differing slightly in severity. The Motor 
method uses the higher intake tempera- 
ture of the two, and simulates higher 
power operation. The (R + M)/2 seen on 
gas pumps today is the average of these 
two octane ratings. 
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F3 and F4 concern aircraft fuels, whose 
rating is given by the familiar two num- 
bers, such as 115/145. The first number 
refers to the F3, which simulates a super- 
charged engine running on a chemically 
correct mixture, as in cruising. The sec- 
ond or F4 number gives some indication 
of the increased power which can be 
realized by enriching the mixture and 
increasing the supercharge boost pres- 
sure, as is done for take-off or during 
combat. 

As these numbers are over 100, they 
cannot refer to percentages of octane. 
They are performance numbers, a rating 
scale devised to extend the range ot anti- 
knock measurement. The performance 
number gives a rough estimate of the 
horsepower potential of the fuel, when 
exploited through heavy supercharge in a 
suitable engine. 

With the coming of good rating 
schemes, there was still the question of 
how to go about improving fuel perfor- 
mance. Higher octane fuels would allow 
higher compression or higher super- 
charge to be safely used, making avail- 
able great gains in economy and/or 
power. 

The sure way was to produce millions 
of gallons of proven pure substances, 
such as iso-octane, but this would require 
expensive plants and high technique. The 
clever way was to search for an additive 
which might improve existing fuels to bet- 
ter octane levels, and this was rewarded 
in 1922 by Dr. Midgeley's discovery of 
tetraethyl lead (TEL). Even as little as one 
cubic centimeter of this wonderful sub- 
stance per gallon of fuel had an incredible 
anti-detonant effect. Fuel chemistry 
moved ahead rapidly after this. 

Gasoline is a mixture of many things, 
not a pure substance. The many hydro- 
carbon families that may be part of gas- 
oline are volatile and light, able to form 


Harry Ricardo’s 
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valve or flat- 
head engines. 


explosive vapors. For this reason, gas- 
oline was flamed off at the refinery as an 
unwanted by-product of lamp oil man- 
ufacture until the coming of the auto- 
mobile. Boiled out of crude oil by fraction- 
al distillation, this early straight-run 
gasoline had a miserable and variable 
octane rating of 40-60, so poor that the 
first cars were limited by detonation to 
compression ratios below four to one. 
Careful selection of crude stock and 
closer control of distillation could yield a 
(Continued on page 122) 
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CYCLE ROAD TEST 


YAMAHA XSI 
SPECIAL 


Because of the success of the 
650 and 750 Specials, an XS 
Eleven tilted in the same 
direction was inevitable. But 
somebody should pass the 
word to Yamaha: Specials don’t 
have to be near this good. 


@ IF THE YAMAHA XS ELEVEN SF SPECIAL 
really is what it purports to be, then it is far 
and away the most overqualified motorcy- 
cle on the market, a Tomcat among turkey 
buzzards. 

This grandest of all Specials comes to 
us as a result of research begun by Ya- 
maha in 1971. A sampling of motorcyclists 
was shown five different riding position 
silhouettes: basic, mild lean-back, radical 
lean-back, mild café-racer, and radical 
café-racer. Most, of course, preferred the 
basic riding position—but the mild lean- 
back silhouette was the second most pop- 
ular, drawing more than twice as many 
votes as the third most popular silhouette. 
A light clicked on in Yamaha’s marketing 
department. 

It was just as quickly switched off by 
Yamaha executives, both Japanese and 
American, who didn’t like the shape of 
what they were seeing because of the 
image—chopperesque—it projected. But 
the executives had no such authority over 
the dealers. Throughout the period from 
1972 to 1974 -the dealers were discover- 
ing that if they added some “customizing” 
to the 650 twin, they could sell it for $600 
to $800 above its suggested retail price. 

Not only were the dealers demonstrat- 
ing in the most absolute bottom-line way 
the viability of the “Special,” but in 1975 
the Yamaha distributorship was catching 
a lot of flack about the European-influ- 
enced, hard-edged, “square” look then 
coming into vogue. By the end of 1976 
Product Planner Ed Burke had finished 
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building a prototype 650 Special, and it 
was on the way to Japan. Ed’s first bike 
embodied two of the important “Special” 
elements: trick mufflers and one-piece 
wheels. Later on the pullback handlebars, 
the two-tier seat and the fat rear tire were 
added. It was determined that the 750 
also lent itself to this kind of conversion, 


and by the end of 1977 the 650 and 750 
Specials—coded with the SE suffix—were 
in the dealers’ showrooms. 

Both Yamaha Specials were successful 
beyond the dreams of practically every- 
body—everybody, that is, except Ed 
Burke and the people in Yamaha’s mar- 
keting department. “Marketing” can be 











The handlebar may be the star of the styling package, but its e 
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broadly defined as all the preliminary 
functions which cause the right product 
to appear before the consumers at the 
right time. Yamaha’s marketing people 
had known for more than five years that 
the Specials would work, and had been 
able in 1976 to discern the basic magni- 
tude of the bikes’ potential market. When 
the various resistances to the concept— 
the European influence which works on 
home office management, the concerns 
of the Japanese about the reactions of 
magazine test staffs, their very deeply 
ingrained and affectionately guarded 
ideas about what a motorcycle should be, 
and look like—were overcome by Burke 
and the marketing guys, the bikes went 
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nds are angled in a way that wears out wrists. 


on-stream and it was immediately evident 
that Yamaha had struck the mother lode. 
Within the first ten months of availability 
the 650 Special had accounted for just 
under 25,000 unit sales, the 750 Special 
had bagged another 18,000 customers, 
and Yamaha had come within an eyelash 
of knocking Honda out of the top market 
share position. 

Inevitably Yamaha would apply what it 
learned about the American market to its 
top-of-the-line motorcycle, the Eleven. 
The inevitable didn’t take long. The 
Eleven was introduced in December of 
1977; here’s the Special version, exactly 
one year later. How is it different from the 
Standard? Well, it’s quicker, it’s lighter, it 
handles better, its engine is more comfort- 
able at acceptable cruising speeds and it 





has more sophisticated suspension 
equipment. 

But all these are bagatelles when com- 
pared to the SF’s main message: its looks. 
Close study of the SF indicates that Ya- 
maha has elevated the styling of the “non- 
chopper chopper” practically to the level 
of an art form. The main elements, of 
course, have been seen to nicely: the 
limited capacity, monochromatic and 
stunningly-styled teardrop-type fuel tank; 
the high-kick buckhorn handlebars; the 
slightly swaybacked two-level “King and 
Queen” seat; a pair of seven-spoke one- 
piece aluminum wheels finished in black 
with buffed-out highlights; a high-profile 
ultra-wide 16-inch rear tire; and a cleverly- 
done front end assembly which tricks the 
eye into believing its somehow extended 
when it fact it is not. There is also, of 
course, the mandatory flash flood of 
chrome plate: both fenders, front motor 
mounts, the headlight and its mounting 
ears, instrument housings, air cleaner 
box, shock absorbers, taillight mount, and 
all four turn signal housings (these are 
rendered in chrome-plated plastic). 

Less obvious are those small detail 
items which give the SF its traditional 
“roundness” and set it still more em- 
phatically apart from the square standard 
Eleven. Its turn signals, headlight, instru- 
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Look at the roundness: lights, reflectors, instruments. 


ments and reflectors are all circular, in 
contrast to the rectangular shapes of cor- 
responding components on the Standard, 
and its dark-hued (“Black Gold”) fuel tank 
flows easily into and out of the bike’s 
shadows while the more crisply-rendered 
Standard tank, its contours accentuated 
by striping, has a far firmer, stiffer shape. 

In Yamaha’s view, there are two distinct 
street bike markets: that market to which 
“square” bikes appeal, and the market 
which is attracted to “round” motorcy- 
cles. The differences? The “square” 
crowd tends to be contemporary, inclined 
towards functionalism, concerned with all 
levels of motorcycle performance, ac- 
tively or passively competitive, technically 
involved, and it responds with relish to 
change and development. Those who 
feature the “round” style are nominally 
traditionalists who proclaim the Specials 
to look “the way a motorcycle ought to 
look,” do not relate to motorcycling in any 
particularly competitive way, don’t much 
care about the intricacies of engine/ 
chassis/suspension performance, and 
frequently consider movement away from 
the traditional visual disciplines to be 
movement in the wrong direction. 

If in some vague philosophical way the 
Eleven SF runs in the same league with 
Triumphs and Harleys, it is there on looks 
alone. Klunkiness—about which an owner 
can feel a certain affectionate tolerance— 
distinguishes the motorcycles which form 
the core of this particular part of the 
market. The most successful replica 
“round” bike, the Yamaha 650 Special, is 
klunky to a degree which makes it func- 
tionally indistinguishable from a Triumph 
twin: it shakes, it quakes, it rumbles down 
the road in a fashion guaranteed to give 
its owners’ tolerance a good workout. 

There is nothing remotely klunky about 
the XS Eleven SF Special. As it was when 
it was introduced a year ago, the Eleven is 
state-of-the-art in almost all of its techni- 
cal and functional particulars. Except for 
refinements in the carburetion under- 
taken this year to comply with emission 
control regulations, the Eleven’s engine is 
the same velvet rock-crusher that 
powered the 1978 version. 

The carburetor adjustments have taken 
only a modest toll. Last year’s Eleven was 
an 11.82—115.38 quarter-miler; this 
year’s standard version produces a 12.06 
ET, while the Special is an 11.93 runner. 

The SF is a tenth of a second quicker 
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Unlike Eleven Standard, SF Special has no boat-tail. 
Turn signals and reflectors are round; taillight is tiny. 


for three reasons: its 13 pounds lighter, 
its 130/90-16 Bridgestone tire hooks up 
better, and it effectively has a tighter over- 
all gear ratio. At exactly 60 mph, the 
Standard’s engine is turning 3790 rpm, 
while the Special’s engine is turning 3963 
rpm. The difference amounts to 4.6 per 
cent; the Special’s rear tire is shorter than 
the Standard's. 

The effect the tire size difference has 
on the bike’s acceleration performance is 
insignificant when compared to its effect 
on cruising comfort. Smooth as the big 
Four is, and as well as its fluted neoprene 
motor mounts work, the engine goes 
through cyclical resonances which are 
felt through the handlebar, footpegs and 
seat. At 55 to 65 mph the Standard ver- 
sion is operating in one of these reso- 
nance belts; you have to ride at close to 
75 mph before you escape from it. But the 
Special settles into its maximum-comfort 
cruising zone right at an indicated 65 
mph, or just over 4000 rpm. It’s a speed 











a 


Eleven Special wears adjustable rear dampers, simi- 
lar to those on Suzuki GS1000. At 0.3 m/sec. piston 
speed, rebound damping forces are as follows: 65.7 
kg in position # 1, 74.5 kg in # 2, 86.3 kg in #3 and 
100 kg. in position # 4. Total damping range is 34%. 


that finds all of the bike’s systems in 
supreme mesh, and the feeling the motor- 
cycle transmits is one of both total ease 
and total potential. It’s uncanny; the Spe- 
cial seems almost to disassociate itself 
from the laws of physics, and gravity. The 
SF’s high-gear passing power is un- 
matched: give the light-touch throttle a 
moderate tweak and the bike simply in- 

hales traffic, time and distance. 
There is nothing mysterious about 
where the torque comes from. With 
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1102cc, 9.2:1 compression, 284° of 
camshaft duration, 36 and 31mm valves 
moving 8.8 and 8.3mm, and a rack of 
34mm carburetors, there is no way the 
Eleven engine could be anything less 
than a powerhouse. Since the bike is a 
shaft drive we can’t dyno-test it, but the 
factory’s claims of 95 bhp and 66.5 Ibs-ft 
of torque (at 8000 and 6500 rpm respec- 
tively) seem realistic. The Honda CBX 
achieved 52.27 Ibs-ft on the dyno, and 
what the Special does to a CBX in a high- 
gear roll-on is practically criminal. 

If there is any trickery to be found in the 
Eleven’s engine, it is in the ignition sys- 
tem. Its two heavy-duty twin lead Hitachi 
coils are triggered magnetically—there 
are no points to corrode or springs to 
weaken—and there are two interdepen- 
dent “advance” mechanisms. One is ordi- 
nary: a centrifugal device which moves 
the timing from 5° BTDC at engine speeds 
below 1100 rpm up to 36° at 5400 rpm. 
But from there, with high-vacuum infor- 
mation coming from the inlet tract, the 
vacuum advancer pulls in another 16 
crankshaft degrees of advance for a total 
of 52° in the highway cruise mode. When 
the throttle is whacked open manifold 
vacuum drops, and the ignition timing 
falls back to the setting which permits 
maximum power. In-between operation 
results in compromised spark timing; thus 
spark arrival is dictated by the requisites 
of the engine. 

We would be dishonest if we pretended 
to notice the performance benefits of all 
this; we haven't, after all, ridden an Eleven 
equipped any other way. What we have 
noticed, after evaluating three different 
Elevens in the course of the preceding 

NS year, are these facts: Elevens don’t seem 

Four-cylinder engines are not necessarily inherently to soot up their spark plugs no matter how 

Std one aad te mater mean bere dreary the engulfing traffic; Elevens pro- 

duce fuel consumption figures of a mag- 

nitude that is in no way reflective of the 

engines’ outputs (44.7 mpg last year, 44.4 

this year; in contrast, a CBX gulps down 

gas at a rate of 35.3 mpg); and Elevens 

have a throttle response characteristic 
that is trigger-like. 

This throttle business is good news, 





Eleven's ignition, now one year old, is still unique in 
that it uses a speed-sensitive centrifugal advancer as 
well as a load-sensitive auto-type vacuum advancer. 








The Eleven's power lives in here: a polyspherical 
Drive line shock loadings are partially absorbed by a ramped coupler working with a stack of Belville washers. combustion chamber with 36 and 31mm valves. 
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and it’s bad news. The good news is that 
all the power is all there, all the time. The 
bad news is that the Eleven’s rider has no 
reason to believe he’s in sole charge of it. 
While a new top gear engagement system 
has had an effect on the Eleven’s drive 
line snatch problem, those 34mm Mikuni 
CVs still produce a number of unpredict- 
able—and unlikeable—tendencies. Low 


I 


engine speed throttle adjustments fre- 
quently generate embarrassing little 
blasts of power when they’re not called 
for—like when a parking lot U-turn is 
attempted. And brisk maneuvering 
through the mountains periodically con- 
vinces the rider that Mikuni ought to do 
more about damping the movements of 
the vacuum-operated slides. Blip the 





The big chain carries power to the jackshaft, and thence to the clutch; the little chain turns the camshafts. 


Make and model 
Price, suggested retail 


PERFORMANCE 
Standing start 4-mile 
Engine rpm @ 60 mph, top gear 
Average fuel consumption rate 
Cruising range, main/reserve 


Load capacity (GVWR less curb weight) 
Maximum speed in gears @ engine redline 


Yamaha XS11SF Special 


Wheelbase 
Rake/trail 
Brake, front 


11.93 sec. @ 113.63 mph 


175.8 mi. total 
500.0 Ibs. 
(1) 50.9, 


(2) 69.8, (3) 88.4, (4) 110.1, (5) 128.7 


ENGINE 


Seat height 
Ground clearance 


Four-stroke inline four, 
air-cooled, dohc with roller chain cam drive 


Bore and stroke 
Piston displacement 
Compression ratio 
Carburetion 
Exhaust system 
Ignition 


Air filtration 
Oil filtration 
Oil capacity 


TRANSMISSION 


71.5 x 68.6mm (2.82 x 2.70 in.) 
1102cc (67.2 cu. in.) 


(4) 34mm CV butterfly-throttle Mikuni 


Test weight 
9.2:1 (full stroke) 

ELECTRICAL 
Four-into-two 


Inductive, magnetically switched, 


battery-powered 


Foam element, washable 
Paper element, disposable 


4.0 liters (4.3 qts.) 
INSTRUMENTS 
Includes 


Curb weight, full tank 


throttle for a downshift and every now and 
again the carburetors neglect to bring the 
engine up to proper speed. Delicate roll- 
off adjustments occasionally cause the 
slides to close more than is desired, then 
rebound upwards to the proper level, pro- 
ducing a discombobulating hitch in the 
Special’s getalong. 

This characteristic was noted on last 
year’s Eleven, and while it is certainly no 
worse on the ’79 Special, it seems more 
noticeable because the rest of the bike is 
substantially more at home humping 
through the hills than the '78 Eleven was 
(and the ’79 Standard Eleven is). With the 
Special, Yamaha has followed Suzuki’s 
lead and has fitted an air front fork (an 
update on last year’s adjustable fork 
spring preload feature) and adjustable- 
damper rear shock absorbers. The front 
fork itself is similar to the unit fitted to last 
year’s (and this year’s) 750 Special. It has 
sturdy 37mm fork pipes, 175mm of gently- 
damped travel, uses SAE 10W20 oil and 
dual-rate springs (the second rate takes 

(Continued on page 134) 


1545mm (60.8 in.) 

29.5°/130mm (5.11 in.) 

double hydraulic discs, 298mm 
(11.73 in.) outside diameter 

single hydraulic disc, 298mm 
(11.73 in.) outside diameter 
One-piece 1.85 x 19 cast aluminum, 
7-spoke 

One-piece 3.00 x 16 cast aluminum, 
7-spoke 

Bridgestone Rib, 3.50H19-4PR 
Bridgestone Lug, 130/90-16-4PR 
805mm (31.7 in.) 

155mm (6.10 in.) 

12.5 liters/2.5 liters 

(3.3 gal./0.66 gal.) 

590.0 Ibs. (267.6 kg) 

755.0 Ibs. (342.5 kg) 


Alternator, controlled field 
Alternator output regulation 
60/55W 


12V 20AH 


Speedometer, tachometer, odometer, 


Five-speed constant-mesh, 

wet clutch, shaft final drive 

HY-VO chain and spur gear, 1.66:1 
Shaft with spur and bevel gears, 3.26:1 
(1) 12.08 (2) 8.78 (3) 6.94 
(4) 5.58 (5) 4.77 


Primary drive 
Final drive 
Gear ratios, overall 


CHASSIS 
Tubular full cradle, forward-mounted front 
axle, air-spring-assisted front fork, adjustable 
rear springs and dampers 
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trip-meter, fuel level warning light, oil/brake/tail 

warning light, headlamp warning light 

Speedometer error, 30 mph indicated, actual ......30.08 mph 
60 mph indicated, actual 60.85 mph 


CUSTOMER SERVICE CONTACT 
Customer Relations Department 
Yamaha Motor.Corp., U.S.A. 
6600 Orangethorpe 

Buena Park, Cal. 90620 
714-522-9444 
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Liquid Asset For 
The Long Haul. 
The Honda Gold Wing. 


Super smooth. When you're chas- 
ing the horizon for days at a time, 
its what you need most. And when 
you're riding a Honda Gold Wing!™ 
super smooth is what you get. 


It's the quality that puts the Gold 
Wing into a class by itself: The 
World-Class Tourer. 


The Gold Wing’ legendary 
smoothness starts with its liquid- 
cooled, opposed fourcylinder 
engine. Opposed cylinders for the 
low-vibration living that goes with 
near-perfect primary balance. Liquid- 
cooling because it’s more efficient. 


There’s nothing wrong with air 
cooling, of course. Unless the air 
happens to be Death Valley hot. 
Or Alcan Highway cold. For riders 
who think nothing of accumulat- 
ing mileage in thousand-mile 
chunks, that’s where liquid cooling 
pays big dividends. What- 
ever the temperature 
may be outside the 
engine, inside the 
Gold Wing it stays 
just right. Uniform 
operating tem- 











peratures mean greater efficiency. 
Fuel economy is better. Power out- 
put is more consistent. Since there's 
less expansion and contraction of 
engine components, major service 
intervals are long. Tappets stay at 
proper adjustment longer, and oil 
doesn't become contaminated as 
quickly. Which is why, after the 
initial 600-mile check-up, the Gold 
Wing can go 7500 miles between 
oil changes. . 


Liquid-Cooled For Longevity. 


Most important of all, the Gold 
Wing cooling system helps to re- 
duce internal engine wear. Liquid 
cooling allows cylinder bores to be 
closer together, reducing the dis- 
tance between crankpins. This trans- 
lates into reduced strain on crank- 
shaft and main bearings. Which 
helps to explain some of those 
high-mileage Gold Wings you may 
have encountered. Whether you're 
saddling up for Tierra del Fuego or 
just a run to the local hamburger 
stand, longevity is a big plus. You 
know you can count on your Gold 
Wing to get you 
there — and f 
m back—with a oF 
E~ minimum of fuss. 
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There another dimension to the 
Gold Wings liquid-cooled edge, 
invisible and all but inaudible. 


Liquid-Cooled. 
Responsibly Quiet. 


Since the engine is liquid-cooled 
it needs no cooling fins, eliminating 
fin resonance. And the engines 
water-jacketing dampens internal 
mechanical noise to a low-pitched 
hum. It adds up to one of the 
quietest-running motorcycles in 
the world. At cruising speed all 
you hear is the low, purposeful 
exhaust note—and the sweet 
song of the wind. 


travel trunk. 


A quiet motorcycle is also one 
that can help make more friends 
for the great fraternity of riders. 
And you can help the process 
along by watching your speed, 
watching out for the other guy 
and observing all traffic laws. 

So ride smart, ride cool and 
give yourself the touring rider's 
liquid asset—the liquid-cooled 
Honda Gold Wing. See it 
at your Honda dealer today. 


Always Wear a 
helmet and eye 


protection. 

_ For free brochure, write: 
American Honda Motor Co., 
Inc., Dept. CI9GL, Box 50, 
Gardena, CA 90247. See 
Yellow Pages for nearest 

Honda dealer. 

©1979 AHM. 


Reason Number One: Liquid Cooling. This close-up on Honda's Gold Wing™ is 
the first in a series examining the qualities 
that put class in a world-class touring bike. 
They're the reasons the Gold Wing has 
become a favorite of knowledgeable riders 
everywhere. And they're the reasons you 
can expect your Gold Wing to take you 
all the way. 
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@ IT IS NO SECRET THAT THE CB650 IS NOT, 
strictly speaking, a “new” model. But nei- 
ther is it just a warmed-over CB550, with 
full interchangeability of parts extending 
all the way back to the first CB500 Four. 
The CB650 misses being truly new be- 
cause it was designed to be produced on 
the old CB550 assembly line, using essen- 
tially the same tooling. Honda’s decision 
to build a new motorcycle with existing 
tooling meant, for example, that the 
CB650 could have a new cylinder block 
casting . . . but its bores and stud holes 
would have to be on the same centers as 
those in the earlier model. The decision 
may have cramped the Honda engineers’ 
usually free-swinging style, but it also 
meant that the CB650 could be sent to 
market with a major chunk of its delivery 
price prepaid. A substantial portion of the 
CB650’s tooling costs already had been 
amortized over the years of CB500/ 
CB550 production. 

Such are the economics of motorcycle 
manufacturing these days. All the large 
Japanese companies were willing to write 
off huge sums in tooling costs back when 
giddy optimism made their marketing peo- 
ple believe in the possibility of exponential 
expansion without end. Today, in America 
at least, the market has ceased to expand. 
With new-motorcycle sales at about 1.5- 
billion dollars annually, the situation is not 





one to cause a lot of Wall Street-style 
swan dives out of executive-office win- 
dows. But the runaway expansion has 
ended, and the market’s confinement did 
not come as a result of the current yen/ 
dollar valuation razzle-dazzle. The boom 
was stopped by an American reality: the 
housewives of suburban Dubuque and 
Marina del Rey sybarites, most Demo- 
crats and virtually all Republicans, simply 
aren't interested in motorcycles. You may 
indeed meet the nicest people on a 
Honda; you’re not going to meet more 
than one American in 40 riding any kind of 
motorcycle. 

So Honda’s CB650 reflects a more so- 


ber appreciation of market potential. Does 
it then become, for those of us who are 
motorcyclists (present or future), a kind of 
message edged in black? It doesn’t, un- 
less we have become totally habituated to 
the new and novel. In fact, the CB650’s 
strengths and shortcomings are as com- 
pletely its own as they’d be if it had no 
roots in the past. Comparisons with the 
earlier CB550 will be made, of course, but 
the new model really is a different motor- 
cycle, with different traits and an overall 
bias toward a different kind of rider. 

Our contacts at Honda tell us they 
intend the CB650 to be an “entry level” 
bike for those who want to take up full- 





scale motorcycling.- With such customers 
in mind they tried very hard to keep the 
asking price relatively low, which ac- 
counts for the existing-tooling decision. 
Equally important, the CB650 had to have 
that Universal Japanese Motorcycle ap- 
pearance. They could have made a less 
expensive CB650 out of the old CB500T, 
but they’ve found that many entry-level 
customers consider the UJM the very 
embodiment of what a real motorcycle is 
supposed to be. Experienced bikers are 
more apt to have a “handsome is as 
handsome does” attitude, and will buy 
things like the off-beat CX500 twin just as 
soon as its ability to do handsomely has 
been demonstrated. But many of today’s 
novices, subliminally imprinted by what 
they’ve seen on the road, think that no 
motorcycle is “real” unless its engine has 
four cylinders in a crosswise row. 

The wish to cater (purists will prefer 
“pander’) to the entry-level customer’s 
surface-level preferences is responsible 
for certain other of the CB650’s features. 
Honda has caught a lot of flack about the 
appearance of the stamped-steel Com- 
star wheel, which is a brilliant piece of 
engineering poorly received in a world still 
fixated on spokes and mags. The stylists 
came up with a way to make the Comstar 
wheels on the CB650 more pleasing to 
close-set eyes. They reversed the Com- 
star’s V-strut spokes, turning their flanged 
edges outward, and covered everything 
but the edges and sides of the aluminum 
rim with flat-black paint. The result is a 
“mag wheel” look overlaid on smart- 
wheel engineering. Its enough to make 
the technically-aware faintly queasy, for 
no good reason, but better than encum- 
bering the CB650 with a set of the heavy 
aluminum castings that pass for real mag- 
nesium wheels these days and certainly 
better than reverting to wire spokes. 

Also in conformance with fashion, but 
no known variety of human backside, is 
the CB650’s Super-Duper Custom Two- 
Level Dual Seat. Honda got the handlebar 
at the right altitude and angle for most 
riders, and the footpegs ditto, but opted to 
rise above mere anthropometry in pad- 
ding and shaping the saddle. What you 
see in the pictures looks like it should be 
comfortable, and you'll find that it passes 
the showroom squeeze-and-fondle test 
easily. Unfortunately, the seat’s step is 
placed right for only about one rider in ten 
and the foam padding is too soft for 
anyone who weighs more than a pauper’s 
piggybank. It feels fine, at first, but then 
you begin to sink down and back. After a 
half-hour the step itself begins to feel like 
a malignant form of creeping underwear; 
at the end of an hour all the foam will have 
compressed into a solid laminate and you 
might as well be perched on the bare seat 
underpan. 

With a better seat the CB650 would bea 
comfortable long-distance cruiser. Its 
suspension, especially the front fork, is 
good enough to give it a superior ride- 
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quality rating. The rear suspension’s 
springs seem a little too stiff for solo travel, 
but when a hundred-odd pounds of com- 
panion are added the ride becomes quite 
pleasant. It’s possible that the CB650’s 
rear suspension will begin to yield its 3.6 
inches of travel more easily after a couple 
of thousand miles in service. Our test bike 
lost some of its ride harshness as it accu- 
mulated miles, which probably means the 
shocks’ seals were tight and will have less 
resistance when fully broken-in. The 
shocks are Honda’s “FVQ” type, with two- 
stage damping . . . and a reputation for 
losing one or both stages when worked 
hard. The in-group joke among all the 
mountain-road berserkers is that FVQ 


~ 
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Single-disc front brake is among the best on the 
market. But the rear drum is grabby and insensitive. 


This engine is a hot-rod. When it was a 550 it made 38.38 hp; now it cranks out 49.42, a 28.8% increase. 





stands for “Fades Very Quickly.” The 
Honda people don’t care much for the 
joke; the berserkers feel the same way 
about the FVQ shocks—which do work 
well enough in ordinary touring service. 
Maybe, someday, Honda will bring the 
CB650’s rear suspension up to the stan- 
dard of controlled compliance set by its 
front fork. Honda has found a way to take 
all but mere traces of stiction out of the 
fork, and without resorting to special low- 
friction seals or self-lubricating sleeves in 
the fork sliders. We are told the trick was 
accomplished mostly by grinding a long, 
shallow chamfer at each fork tube’s lower 
end. The chamfer apparently directs 
enough oil up into the tube/slider clear- 





The 4.50H17 rear tire wraps around a Comstar wheel 
whose spokes have been reversed, and painted. 
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ance space to provide genuine fluid- 
wedge lubrication rather than leaving it all 
to the oil’s boundary-film properties. The 
fork’s extra-long sliders help prevent bind- 
ing, and make room for the 5.6 inches of 
wheel travel. A couple of these inches are 
absorbed when the springs are com- 
pressed by the weight of the machine and 
rider, and the remainder doesn’t look ade- 
quate given the ultra-soft springs inside— 
to prevent bottoming under hard braking. 
But although vigorous use of the front 
brake does ram the fork down to what 
appears to be its last millimeter of travel, 
there’s no banging against the stops. 

A similar qualitative disparity exists in 
the CB650’s brakes: the front brake is, like 
the fork, superb; the rear brake falls well 
short of perfection. Nobody at American 
Honda we contacted could tell us what 
had been done with the front brake, ex- 
cept that it now has a “collet-type” caliper 
developed in Europe. We haven't the 
faintest understanding of the term, but we 
know what we like in a brake. We want a 
close, linear relationship between lever 
pressure and braking response; we don’t 
want that spongy feel you get when brak- 
ing pressure is making the caliper open 
like an oyster. Honda’s new front brake 
gets a near-perfect score in both catego- 
ries. It’s just terrific. We're less enthusias- 
tic about the rear brake, a large single- 
leading-shoe drum built into the rear 
wheel hub. It’s grabby, and too easy to 
lock when you’re using the front brake 
hard and weight transfer has unloaded 
the rear wheel. 

The relatively new riders for whom the 
CB650 is intended won't have ridden the 
Honda CB550, and for that reason will not 





Due to its nature and to emission regulations, 650 is coldblooded as a snake. Lean carbs are responsible. 
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Like all modern street-going big-bore Hondas, the CB650 carries its 


fully appreciate what Honda has accom- 
plished with the new model’s engine. The 
old CB550 was smooth and would get 
down the highway briskly if encouraged 
along with the gear lever, but its engine 
was a real yawn below 6000 rpm. Passing 
a string of cars on a CB550 was slow work 
unless you fired its afterburner with a 
downshift (or two). In this respect, more 
than any other, the CB650 is a completely 
different motorcycle. Its engine doesn’t 
begin to pull with authority until you get it 
turning 5000-plus rpm, but it is sufficiently 
lively from 4000 rpm to make downshifting 
optional in the handling of most highway 
situations. All the gear ratios have been 
jiggered around in the CB550-CB650 
transformation, and the new model’s rear 
wheel has a diameter an inch smaller, but 
the rear tire—a 4.50H17—is fatter and it all 
works out to the same rpm/mph relation- 
ship as before. Both models do normal 
highway cruising speeds with 4500-4800 
rpm showing on the tachometer. The dif- 
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ference, and it’s a large one, is that the 
CB650 has muscle under these condi- 
tions and the CB550 didn't. 

There are some odd aspects to the new 
CB650’s performance advantage, the 
oddest being that it does so much with a 
displacement edge even smaller than the 
model designation suggests. The CB550 
had 58.5 x 50.6mm bore and stroke di- 
mensions, for a total air-pumping volume 
of 544 cubic centimeters. A hint of cylin- 
der crowding is seen in the very slight 
bore increase Honda gave the CB650. 
They shaved it out to 59.8mm and 
stretched the stroke to 55.8mm, which 
makes the “650” a 627cc engine, just 
83cc bigger than before. That’s a dis- 
placement boost of 15 per cent, not nearly 
enough to account for the astonishing 
speed the CB650 shows at the drag strip. 
The CB550F we tested back in 1975 ran 
through the quarter in 14.47 seconds and 
reached a speed of 93.36 mph. This new 
CB650 gets to the lights almost one and a 





Traditional Honda Johnson-rod shifting apparatus 
has been improved by adding a pivoting strap that 
pecks the shifting drum and reduces overshifting. 











half seconds quicker, and its trap speed 
was 102.38 mph. With no significant 
change having been made in weight or 
gearing, the CB650’s vastly improved 
quarter-mile performance has to be a 
function of real, ex-dyno room, horse- 
power. The sheer power has to be there, it 
is there, and it puts the Honda CB650 
securely at the top of the list of mid- 
dleweight contenders. Kawasaki’s KZ650, 
twin overhead camshafts and all, is no 
performance match for Honda’s born- 
again Four. 

We don’t know how Honda pulled all 
the power out of the CB650. The new 
model has bigger carburetors than the 
CB550, but a lot of the size difference is 
nominal. The CB550 had 22mm round- 
throat Keihin carburetors; those on the 
CB650 are markedly oval at their throttle 
slides, and have a 26mm distance—metal- 
to-metal—only if you measure in the right 
place. It’s likely that the new carburetors 
do flow more air; even more likely that 
most of the power improvement was ob- 
tained with subtle changes in porting and 
cam profile. The valves are the same parts 
Honda used in the CB550, and represent 
virtually the only area of 550/650 inter- 
changeability. There is a clue to emphasis 
on engine breathing in the CB650’s 
pistons, and combustion chamber shape. 
The chambers are open and spherical- 
section in form, without funny pockets or 
ledges. The pistons are domed, but in a 
very particular way, curving in to follow 
the shape of the chamber and then going 
completely flat on top. You'll find the 
same layout in H-D’s XR750 dirt track 
racing engines. It’s one you use when you 
want the best breathing at any given 
compression ratio. 

Most of the redesign effort Honda put 
into the CB650 was related to power only 
indirectly, if at all. There was a period 
during which the CB550 rocker spindles, 
supposedly non-rotating, were turning 
with the rockers and working loose inside 
the valve gear cavity. Honda corrected for 
that in the CB650 by providing the spin- 
dles with mechanical locking. The irritat- 
ing oil leaks around the CB550’s valve 
cover may have been fixed in the CB650 
(our test bike stayed dry but we’re reserv- 
ing judgment). Honda gave the new bike a 
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CB650's top end features better lobe oiling and a stron 
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g, quiet Hy-Vo-type chain. 


thick neoprene cover gasket that’s trap- 
ped in a cast-in groove, and doesn’t have 
to be replaced every time the cover is 
removed. There has been a switch to the 
Hy-Vo type cam chain Honda adopted for 
its other new-generation engines (CBX, 
CX, CB400, etc.) and that should make 
the CB650 engine run more quietly, 
longer. And they've cast some new oil 
troughs into the head so the cam lobes 
will scoop up a dollop of lubricant when 
the engine is started. This is a real saver of 
cams and followers for owners who ride 
only on weekends. Without the ready- 
reserve of oil in the troughs the valve gear 
has to operate “dry” until the pump fills all 
the passages between sump and cylinder 
head. That dry period has been shortened 
in the CB650 by fitting it with an oversize 
oil pump. 

Honda has anticipated that the CB650’s 
higher power output would, if used, put 
more heat into its oil. So, to avoid making 
a power/reliability trade-off, they built in 
the means to get the extra heat out of the 
oil and hold its temperature at a safe level. 
The oversize, finned oil filter housing seen 
jutting out in front of the crankcase func- 
tions as an oil cooler. Unseen, inside the 
oil sump, is internal finning to increase the 
area of oil/sump contact and thus further 
aid the removal of heat. Honda also put 
finned aluminum exhaust pipe clamps on 
the CB650 and they do look spiffy, what- 
ever their effect on engine cooling. 

One of the more pesky problems asso- 
ciated with hot-rodded engines is the 
increased strain on all the hardware be- 
tween crank and rear wheel. Honda’s 
solutions to the problems are clever and 
numerous. The first is an oil feed pipe 
aimed right at the Hy-Vo type chain con- 
necting the crank and primary-drive jack- 
shaft, which insures that the chain isn’t 
going to fail for lack of lubrication. They 
lightened the load on the clutch by reduc- 
ing the primary reduction ratio, trading a 
higher clutch speed for lower torque ap- 
plied at the clutch plates. It’s not the first 
time they've employed the same expedi- 
ent. The original CB500’s 3.25:1 primary 
ratio became 3.06:1 in the CB550, and 
now has been revised to 2.74:1. 

A Honda spokesman Pointed With 
Pride to improvements made in the 
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CBX and 750-Four both get four-valve heads; CB- 
650 makes do with two, with 12 hp. in each cylinder! 





Piston crown matches combustion chamber shape 
on the sides, then flattens off for good cross-flow. 









a rey n 
Inductive ignition system uses no points and needs 
little if any maintenance. Coils are almost auto-sized. 





CB650's Keihins are 26mm oval-throat units and are accelerator-pump-equipped. 
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HONDA CB650 


CB650’s shift mechanism when we were 
being briefed about its features. We lis- 
tened attentively, as the previous CB550's 
stiff, notchy, uncertain shifting action was 
one of its worst flaws. We’ll concede that 
the new model does shift gears more 
cleanly and willingly than any CB550 in 
memory, but it’s a iong way from excel- 


Make and model 
Price, suggested retail 


PERFORMANCE 

Standing start %4-mile 

Engine rpm @ 60 mph, top gear 
Average fuel consumption rate 
Cruising range, main/reserve 


Load capacity (GVWR less curb weight) 
Maximum speed in gears @ engine redline 
(2) 64.0, (3) 82.6, (4) 100.3, (5) 124.9 


12.993 @ 102.38 mph 


lence and such gains as we noted may 
owe more to the CB650’s clutch than its 
shift mechanism. The last couple of 550s 
we tried wouldn’t declutch completely 
with their revs high, and clutch drag com- 


bined with shift resistance to produce too- 


many missed shifts. Honda has fixed the 
clutch; the shifting remains balky. We had 
no trouble with the first through third 
changes, but scored incompletes on a 


Honda CB650 Test weight 
ELECTRICAL 
Power source 
Charge control 


Headlight beams, high/low 


176.7/40.8 
365.5 Ibs. 
(1) 44.2, INSTRUMENTS 


Includes 





number of third-to-fourth attempts and, 
occasionally, when going to fifth. 

The CB650’s clutch performed in a 
manner beyond serious reproach. It had a 
little cold-oil drag on its first use in the chill 
of the morning, enough to get a clunk out 
of the shift into low gear and a forward 
lurch of perhaps an inch. Apart from that, 
the clutch was perfect. Honda built a new 

(Continued on page 128) 


287.8 kg. (634.5 Ibs.) 


Induced field alternator 
Excess voltage shunt 
65/50W 

3/32CP 

12V, 12AH 


speedometer, odometer, trip 


odometer, tachometer, indicators for neutral, high 


ENGINE 
Four-stroke in-line four-cylinder sohc; 
two valves per cylinder, air-cooled 


beam, oil pressure, taillight failure bulb 
Speedometer error, 30 mph indicated actually .. 29.0 mph 
60 mph indicated actually .. 59.7 mph 


Bore and stroke 
Piston displacement 
Compression ratio 
Carburetion 
Exhaust system 
Ignition 

Air filtration 
Oil filtration 


TRANSMISSION 


Five speed, constant-mesh, wet-plate 


Primary drive 


Final drive 
Gear ratios, overall 


CHASSIS 


Mild steel double cradle, with pressed- 
section backbone; telescopic fork, swing arm 


Wheelbase 
Rake/Trail 
Brake, front 





Seat height 
Ground clearance 
Fuel capacity, main/reserve 


Curb weight, full tank 


58 


Inductive, pointless, magnetically-triggered 
Disposable paper element 

Disposable paper element 

49.42 bhp @ 8500 rpm 

31.88 Ibs./ft. @ 7500 rpm 


Hy-Vo type chain, spur gears, 
1.166 x 2.346 = 2.735:1 
Chain, 40/16, 2.50:1 

(1) 17.09 (2) 11.77 (3) 9.11 


27.5°/105mm (4.13 in.) 

Hydraulic, disc, 276mm (10.87 in.) 
Mechanical, drum, 44.3mm x 
180.1mm (1.742 in. x 7.09 in.) 
Pressed steel spoke, light alloy rim 
Pressed steel spoke, light alloy rim 


14.5 liters/3.5 liters 


212.9 kg. (469.5 Ibs.) 


59.8 x 55.8mm (2.35 x 2.20 in.) 
627cc (38.26 cu. in.) 


9.0:1 (full stroke) 
(4) Keihin 26mm 


Four-into-two 100 West Alondra 


P.O. Box 50 


(213) 321-8680 


clutch, chain drive 


(4) 7.34 (5) 6.04 


Torque 
1-1 21,98 
…. 23,84 
… 24.91 


CUSTOMER SERVICE CONTACT 
Customer Service Department 
American Honda Motor Co., Inc. 


Gardena, Calif. 90247 


Honda CB650 
Test Conditions: 
Barometer 30.10 

Temperature 
74°F Wet 94°F Dry 
Correction Factor 1.053 
Date of Test: 11/7/78 





BHP 
(49.42 max.) 





rear suspension 
1430mm (56.3 in.) 
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TORQUE IN FOOT POUNDS 








3.50H19 4PR 
4.50H17 4PR 
774.7mm (30.5 in.) 





160mm (6.3 in.) 


(3.9 gal./0.9 gal.) 
RPMx100 20 
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© AWRIGHT TROOPS,” THE MASTER-SER- 
geant barked, “listen up for your orders.” 
The mobile unit operators listened. Some- 
thing big was coming. 

“What we gotta do is travel in three 
countries and cover 1530 miles in three 
days.” The motorcycle unit groaned. The 
sergeant chomped harder on his cigar 
and raised his hand for silence. “An’ | may 
as well tell ya’ ... we gotta make this 
maneuver during a big holiday weekend.” 

The operators murmured. ‘“Impossi- 
ble!” one soldier shouted, shaking his 
head. “Three consecutive 500-mile days 
on a motorcycle! That’s torture!” yelled 
another. “What is this, a suicide mission?” 
bellowed a third. 

But it was neither torture, nor suicide, 
nor impossible. In fact, 329 people had 
paid good money for the privilege of par- 
ticipating in the event described above. It 
is not a military operation but a slice of 
yearly madness known as The Three 
Flags Classic. 

The Three Flags Classic is many things. 
It is the World’s Longest Poker Run and 
has applied for recognition as such to The 
Guinness Book of World Records. It's an 
organized tour, an ordeal stretching 
border-to-border for a butt-buckling 1530 
miles into the teeth of Labor Day Week- 
end traffic. And the Three Flags is exclu- 
sive; only a limited number of riders are 
allowed to participate. But it is not sup- 
posed to be a race. 

Years ago, daredevils, nuts and other 
assorted hard-tails raced border-to- 
border in search of The Record. These 
individuals did set records with barrels for 
gas tanks, burst-proof bladders and a 
deli’s worth of chow up front. Cannonball 
Baker regularly ran up California’s High- 
way,99 to points north to publicize new 
products. In 1976 a Gold Wing was 
flogged border-to-border in 18 hours, 25 
minutes at an average speed of 82 mph. 
But these records had no connection with 
the Three Flags Classic. 

The Classic was created by Joe Usatin 
who wished to promote a long-distance 
family ride which would allow for some 
international communication. The first 
Classic was run in 1976. The event is 
sanctioned jointly by the British Columbia 
Road Riders (BCRR) and the Southern 
California Motorcycling Association 
(SCMA). With numbers limited to 200 en- 
trants, the Classic fired straight up Inter- 
state 5 its first two years. Many riders 
complained that this super-slab trip was 
about as entertaining as a newspaper 
account of a Rotary meeting, so the orga- 
nizers changed the route to include some 
fast two-laners in 1978. 

As a participant in the ’78 Classic, | 
crossed the Mexican border the after- 
noon. of September ist, the Friday of 
Labor Day Weekend, to sign in. Threading 
my way through Tijuana’s bumpy streets 
and feeling through the anything-goes 
Alto (stop) intersections, | wondered at 
this chaotic, crowded city alive with sights 
JANUARY 1979 


and colors, the smell of diesel fuel and 
ripe fruit just minutes below the border. 

Riders parked in front of the modern 
white Governor’s Palace, then registered 
in the main lobby and drew their first card 
for the Poker run. Mine was a three of 
spades. Taped to the Palace door was a 
large route map. The colored line began 
near our feet in Mexico and stretched on 
and on to above our heads in Canada. 
The intervening space was an awesome 
expanse of mountain and desert and flat, 
empty paper. Why had 329 riders paid $30 
each to put themselves through this or- 
deal? “To see if | can make it,” one Gold 
Wing rider replied. “Because it’s there,” 
said others, obviously members of the 
Edmund Hillary fan club. One woman 
sighed, anticipating the saddle-sores to 
come. “I’m going because my dumb hus- 
band got himself on the committee.” 

The Palace parking lot began filling 
with touring bikes and their riders. With 
music bursting from a pair of huge speak- 
ers, the sign-in took on a carnival air. 
Riders attired in everything from fully but- 
toned/patched/color-matched club uni- 
forms to full leathers to jeans and tee- 
shirts mingled and investigated each 
other’s touring rigs. Most were full dress- 
ers with saddlebags, fairings and custom 
seats; some pulled trailers laden with 
camping gear and lawn chairs. Air was 
much in evidence: air shocks, air horns, 
air forks, air cushions. And a slender silver 
forest of CB antennas. Wooly seat covers. 
Loads covered in plastic bag cocoons. 
While some riders visited the Mexican 
food stand at one end of the lot, others 
wheeled around to be photographed on 
their bikes for the event’s annual. 

As the sun faded into a western ocean 
cloud bank the talk grew serious. How far 
do you plan to go before you stop? Should 
we shoot straight up Interstate 5 or maybe 
fight the shorter but more demanding 
395? What CB channel will you monitor? 
At 9:00 p.m. SCMA Three Flags Chairman 
Gene Schoneborn called the riders meet- 
ing and explained the rules. “This is the 
World’s Longest Poker run, not a race,” 
he reminded us. Some good-natured re- 
joinders shot back from the audience. “To 
slow some of you guys down,” Schone- 
born continued, “the last two checkpoints 
will not open before the posted hour. Get 
there early and you'll just have to wait.” 

The meeting concluded shortly before 
ten o’clock with a “Let's Go!” And so 263 
motorcycles, piloted by 252 men and 11 
women, totaling 329 riders and one dog, 
fired up and formed a long line three 
abreast completely around the huge lot. 
Gold-Wings predominated with 97 units; 
there were 48 other Hondas, 41 BMWs, 24 
Harley-Davidsons and 23 Yamahas. 
Riders waited in a fog of hot, chugging 
motors, CB chatter and fumes; above us 
the lights on a black hill stared down cold 
and clear in the night. 

We lurched off at 10:00 p.m. in a long, 
serpentine column through the street of 
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BORDER TO BORDER ON THE 





The idea was a three-day ride 
across the U.S. from Tijuana, 
Mexico to Vancouver, British’ 
Columbia. Hence the three flags. 
The first two flags were easy. 
But Oh, Ethel, that third one! 


By Bill Stermer 


THREE FLAGS RUN 


Tijuana, waving and blowing our horns as 
the police escort held traffic for us. The 
curious crammed the sidewalks, waving 
back, puzzled. We rolled through Cus- 
toms with a nod to the border guards, 
then hit the highway. From my position a 
third of the way back in the pack, all | can 
recall is a hundred red taillights bobbing 
and jockeying ahead as, all around, the air 
filled with the resonance of 263 motorcy- 
cles coming on-throttle in unison. The 
1978 Three Flags Classic was under way! 

As the majority headed for 395, | split off 
on longer, easier Interstate 5 and consid- 
ered my plan to finish in 48 hours. It would 


allow me time to meet and photograph ` 


most of the finishers as | expected to 
come in near the middle of the race. . . 
oops, poker run. This figured to be 16 
hours of sleep and 32 hours of riding if | 
averaged 50 mph for every riding hour. 
But to average 50 despite gas stops, food 
stops and traffic meant riding 80 mph. 

| picked my way carefully through the 
nighttime freeway traffic, using the lanes, 
planning the moves, riding smoothly so as 
not to attract undue attention or endanger 


anyone. The needle described a thin 
pieslice of the speedo's face, a light waver 
between 70 and 80. The BMW absolutely 
sang! : 


When the clock indicates midnight the 
trip odometer clicks over 130 miles. Tem- 
perature is cool but not cold. Los Angeles 
now lies behind. All is well. Highway 14 
materializes out of the night. | pull the 
disposable flashlight from my jacket 
pocket, check the map atop the tank bag 
and exit on 14. 

An hour later | come upon another rider 
| recognize from Tijuana. As | draw beside 
him, he gives me the “slow down” sign 
with his left hand. A police car cruises just 
ahead of him at a steady 60. When the 
patrol car exits | step it back up to 70. To 
my horror | discover that the car is pacing 
me on a side road which rejoins the 
freeway. | back down to 60. He pulls near 
and suddenly his spotlight blossoms over 
me. | pull into the right lane, expecting the 
red light. Instead, the patrol car vanishes 
down an exit and is gone. For 10 miles 
more | hold to 60 warily. Then | am gone. 

In the fourth hour, north of LA, | hit 
something in the road. It bounces both 





wheels off the road and shakes me so 
hard my tee-shirt rattles. Whatever it was, 
| never saw it. But it sends the gremlins 
scurrying in my head, and | wonder what 
other debris lies in wait up the dark road to 
gobble the bike at 80 mph. 

| plan to ride till two in the morning. But 
at 2:00 a.m. I’m still alert and keep going. | 
have a roast beast sandwich at a truck 
stop and hurry on. 

Mojave at 3:00. Feeling fatigued now. 
Stop after five hours and 237 miles, find a 
motel, set the alarm for 8:00 a.m. 

| awake and shower before the alarm 
squawks, tensed for a long day. By eight 
I’m on the road and ahead of schedule. 

Highway 14 joins 395 in the area of 
Death Valley. The first checkpoint lies just 
ahead. | pull into the old hotel near Little 
Lake to find bikes lining the rail like a set 
of mechanical horses from an Old West 
town. Their owners are inside having 
breakfast. | hand my sheet to one of the 
checkpoint workers sitting at a table on 
the porch. He opens his big list of entry 
numbers and my spirits sink. It is a mosaic 
of black X marks. He crosses off my 
number and | draw a second card. A 
seven. Terrific. A match for the three l'd 

(Continued on page 144) 
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Forbes, that is, noted 
publisher, motorcyclist, 


art collector and man 
about New Jersey. 
Travelling with Malcolm 
means never having 

to say, “Here. I’ll pay.” 


By Cook Neilson 
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June 6: Tonight I will sleep in the sack 
of King George the First. It is a sincerely- 
built barge of a bed which sails beneath a 
radiant linen canopy. An authentic pair of 
Queen Victoria’s knickers, bought at auc- 
tion, is displayed behind glass in my pri- 
vate bathroom. On the walls of my 
bedroom hang seven Victorian paintings, 
including a portrait of “Betty,” which is a 
confusion because it carries the title “The 
Milkmaid” on the frame and is in fact a 
picture of the artist’s wife, whose name 
was Fanny. 

Lam the guest of Malcolm Forbes. This 
room is in Old Battersea House, in 
London, which Malcolm more or less 
owns (the house, not the city). As I walk 
studiously from ‘Maitre Pierre, the 
Countess of Croye and Quentin Durward 
at the Inn, Plessis-les-Tours” over to Coley 
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Burne-Jones’ study for “Love Praying to 


Mercury for Eloquence,” and from there 
to John Everett’s “Preaching to the 
Roundheads,” and from there to a desk 
upon which sits the Jubilee Album of the 
Queen And Leading British Statesmen 
woven in pure silk by W.H. Grant in 1887, 
it occurs to me that. . . it’s really happen- 
ing. It’s really happening! 

I am where I am because of a man- 
uscript I rejected a year before. The 
manuscript came from Malcolm Forbes. It 
told of a motorcycle trip from the Chateau 
de Balleroy in Normandy down to the 
Palais Mendoub in Morocco, both of 
which belong to Forbes Inc. I pointed out 





to him in a return letter that chateaux and 
palais were built to be exclaimed over, and 
that it’s difficult for one to exclaim over 
something gracefully when that some- 
thing belongs to one. I suggested three 


alternatives: redo the story; throw it in the 


trash; or bring along a Cycle Magazine 
Boswell if he ever saw fit to make the trip 
again. The choice of the staffer, I pointed 
out, would be his. 

Malcolm wrote back that he thought 
the latter suggestion had the most appeal, 
and the staffer he chose was me. Photog- 
raphy? Bobby Forbes, his son and a profes- 
sional photographer, would be coming 
along. As proof of Bob’s discipline and 
quick instinct there was a shot included 
with the original manuscript showing 
blood streaming down Malcolm's face, 
taken just after he had ridden his motorcy- 
cle into the side of a Moroccan cow. Bob 
would demonstrate the same lightning 
reflex on our trip. In Spain, when I crashed 
the yellow GL1000. 

It would be the journey of dreams: a 
hop across the Atlantic to London, by 
motorcycle and hovercraft from England 
to the Chateau de Balleroy for a weekend 
of hot-air ballooning, and then by bike 
from the chateau in Normandy down 
through France and Spain to Algeciras, on 
the Costa del Sol. Finally a ferry would 
take us across the Strait of Gibraltar to 
Tangier for a long and hopefully decadent 
weekend at the Palais Mendoub. 

Malcolm is far from your ordinary mo- 
torcycle enthusiast; Malcolm owns things. 
When his father died 25 years ago he and 
his three brothers inherited Forbes Maga- 
zine. Two of the brothers were minority 
stockholders, and Malcolm and Bruce ran 
the magazine together until Bruce died in 
1964, at which point Malcolm assumed 
total control. 

Forbes Magazine is now and has been 
for some time one of the most powerful 
publications in the United States, and it 
generates revenues which can only be 
described as Everestine. The magazine is 
the wellspring of the Forbes empire, which 
includes: the house in London, the 
chateau in France; the palais in Morocco; a 
3000-acre island in Fiji; a fishing camp in 
Tahiti which used to belong to Zane Grey; 
a ranch in Colorado; another ranch in 
Montana; a small piece of land at the 
south gate of Grand Teton National Park; 
the Forbes Building and adjacent town- 
house in Manhattan; the estate in Far 
Hills; the Sleger-Forbes motorcycle dealer- 
ship; museums; art collections; Fabergé 
eggs; a sizeable cluster of hot-air balloons; 
at one time his own DC-9, “The Capitalist 
Tool”; a yacht; and at least one limousine. 

I left for New York on June 5, and 
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Travels With Malcolm 


arrived at the Forbes Building the next 
morning. There I met Kip Cleland, the 
director of Forbes’ Physical Fitness Pro- 
gram; Mary Ann Danner, Malcolm’s Exec- 
utive Secretary; and Bob Forbes, bedecked 
with cameras. Bob would be travelling 
with us; we would next see Kip and Mary 
Ann at the Chateau de Balleroy, and Kip 
would be riding with us from there to 
Morocco. 

We weren’t exactly flying Grace L. Fer- 
guson Airlines from New York to 
London, by the way. Malcolm’s limo 
dropped us off at the British Airways 
terminal, and waiting for us and 95 other 
heavy hitters was God’s dart, the Con- 
corde. When the pilot hiked it back on 
those four Olympus engines and aimed it 
straight up, it made every out-of-gas bike I 
ever pushed seem worth the effort. 

We were in London three and a half 
hours later. Bobby and I had spent the 
time planning photography and visiting 
the flight deck; Malcolm tore small items 
which interested him from the news- 
papers and magazines he had brought 
along and stuffed these scraps in the 
pockets of his blue jean shirt and trousers 
for later rumination. 

Malcolm’s house in London isn’t his, 
exactly. He rents it, for a peppercorn a year, 
from the local council. The catch? Since it 
is a Christopher Wren house of some 
historical value, Malcolm had to agree to 
restore it—which has been, and will con- 
tinue to be, expensive, since the house has 
suffered from every kind of rot known to 
man except jungle. 

It was dark when we got there. We were 
greeted by the two girls who take care of 
the place when Malcolm’s not around, 
served a delicious dinner, and taken out to 
an elegant little night-spot called Bennett, 
on Battersea Square, from which Malcolm 
disappeared to go for a toot on his Harley. 

The bikes had been parked in the entry 
of Old Battersea House when we arrived; 
the Harley Electra-Glide, two Honda 
GL1000s, and the rarest bird of all, a 
1000cc Van Veen twin-rotor Wankel 
worth about $11,000 and leaking a bit of 
oil from its rear end housing. Like every 
vertical surface in the house, the walls of 
the entry were ablaze with Victorian 
paintings collected by Malcolm’s son 
Christopher (also known as Kip, not to be 
confused with the Kip who runs the 
Physical Fitness program). 

Forty-eight hours ago I was lying in bed 
in California reading a Honda spec sheet. 


Since then I have: travelled across the 


United States; spent a night in New York 
City without losing the use of my life; 
ridden in a Mercedes Benz limousine; 
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cranked across the Atlantic in less time 
than it takes to kickstart a Triumph; and 
listened to Malcolm Forbes doing an im- 
itation of Cary Grant, who once called 
him on the telephone. Not a bad start. 


June 7: Today we sack London for an- 
tiques. In the morning we travel by taxi. 
An enormous blond ringleted soccer 
player named Chris, Malcolm’s perma- 
nent London taxi driver, joins us at break- 
fast, as does Warner Daily, a self-styled 
junk dealer who knows his way around 
London antique shops like I know my way 
around a deadline. Together Malcolm and 
Warner already have sifted through a pile 


With early morning sunshine setting 
the balloon aglow, final preparations 
for take-off are underway. Landing 
(below) compels the attention and 
assistance of an entire town. Palais 
Mendoub (below, right) and Chateau 
Balleroy: be they ever so humble. . . 





of paintings, and now we’re off to pillage 
and loot. We visit a fabric store to see 
some authentic Forbes tartan; a shop spe- 
cializing in builders’ boat models (when 
the proprietor announces that Malcolm is 
his best customer, Malcolm, quicker than 
a speeding bullet, jacks his eyebrows up 
three inches and says, “A distinction not 
come by cheaply”); and a procession of 
snappy parlors and low tawdry dives the 
exploration of which carries us to lunch. 

After that we venture out again, this 
time on motorcycles. I draw the Van Veen, 
its oil seepage problem having been at- 
tended to by tightening the drain plug, 
and immediately wonder if there could 
possibly be a worse place than rainy, 
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With Malcolm (below, dead- 
center) looking on, the 
Moira lifts into the French 
afternoon for a trip which 
will cover 15 kilometers 

in no particular direction. 


downtown London for a bike which idles 
in top gear at about 25 mph, has a bad case 
of the low-speed weaves, and needs the 
assistance of a crane to be pulled down off 
its centerstand (no sidestand is provided). 

We are vaguely in search of a tub chair, 
some bridge chairs, and anything else 
which might strike Malcolm’s fancy. Mal- 
colm is turned out in black leather, top to 
bottom (“As long as motorcyclists are 
stuck with leather,” he says, “black leather 
is the only thing that looks right”). Even 
so, shopkeepers have no hesitation about 
showing him knicknacks and trifles cost- 








ing anything from 1500 pounds up to 
10,000 or more. They can’t possibly know 
who he is, but he has a presence which 
beams through his black leather and com- 
mands if not immediate respect then im- 
mediate attention. Malcolm’s big, thick- 
necked, silver-topped and friendly-faced; 
yet there is something about the carriage 
of the ruling class that comes through no 
matter the jocularity, no matter the dress. 

Finally Malcolm calls it off and we head 
for home, the Van Veen surging and 
weaving and generating piercing little me- 
tallic squeals from its overworked clutch, 
plaintively aching for wide open spaces. 
As we close in on Old Battersea House | 
realize that for all the tearing around we 
have done, all the dickering, all the eco- 
nomic firebombing we have brought down 
on London’s finest antique shops, we have 
come away with four rather tattered chairs 
and one of those ladders you see sliding 
down the stacks at libraries. 


June 8: Today the trip begins, and if ever 
a motorcycle tour were to depend on good 
luck and the kindness of strangers, this is 
it. I am not particularly worried about the 
Honda GL—it is sound, and it is a Honda. 
But there are no tools and no spares for 
the Harley, and while the Van Veen carries 
a positively BMW-esque toolkit, there is 
no manual to speak of and none of us 
knows a single thing about it except where 
to put the gas and oil. 

Leaving early in sharp British sunshine 
we battle through the morning traffic of 
London suburbs and, immediately lost, 
head in the general direction of Ram’s 
Gate, where we will catch the hovercraft 
across the English Channel to Calais. 
Although there are many distractions— 
where we are or are not, crosswalk pro- 
tocol, riding on the wrong side of the road, 
this very strange swaying Van Veen—I 
study Malcolm the rider. 

He is damn good. Accurate, capable and 
a bit of a thruster, Malcolm handfights his 
way towards Ram’s Gate stopping only 
when absolutely necessary to consult the 
map. We are not exactly trickling down 
the road, either. Malcom’s favorite pace is 
“brisk,” and he humps the Hog with 
authority and some style, gouts of oil 
smoke puffing from the Harley’s tailpipe 
in quantities large enough to smell when- 
ever we come to a stop sign. He knows 
what he’s doing, and one of my main 
concerns—headlines in the New York 
Times announcing, ‘“World-Famous Busi- 
ness Magazine Owner Skragged on Bike’ 
While Travelling With Cycle Magazine 
Twit”—begins to melt away. 

We get to Ram’s Gate just in time to see 


THE NEW TOYOTA TRUCK. 
IT COULD BE YOUR NEXT CAR. 


1 rares KK The new Toyota SR-S Long Bed. If you find OUEN calling it your new car, don't 

| N be surprised. This new Toyota truck has an all-new interior that’s so comfortable 
à you'll swear youre in a car New softer-riding torsion bar front suspension 
PES. 100. The new Toyota SR-5. It's the truck that doesn't tride like a truck. 







Car comfort. More comfort, thanks to an inte- 7 — 

rior that’s more padded and upholstered than [pei Hess 

« before. More sound-deadening insulation too. # WS (E> 

~SR-5 Sport Trucks also include wall-to-wall [ NS 

~ carpeting, bucket seats, even an AM/FM | 
radio as standard equipment. 





Car fun. This new Toyota truck may be the most fun car you've ever owned. W 
Its powered by a gutsy 2.2 liter overhead cam engine. Shifted by a sporty 5-speed overdrive NS 
transmission. Rides on steel belted radial tires. And has great new styling. 








Suck tough. One thing that hasn't changed is the toughness. This new Toyot a 
truck—one of six—is as reliable as ever. With fully transistorized ignition 
X> for surer starting. Power assisted front disc brakes for surer stopping. 
= Extensive anti-corrosion protection. And a cargo bed seven feet long. 
The new Toyota SR-5 Long Bed. It’s more than your next truck 


YOU 





©1978 Toyota Motor Sales. U.S.A, Inc 














































Malcolm, Briefly... 


His Bikes: “I thoroughly enjoy riding, 
even though I don’t know anything 
about bikes mechanically. My interest 
is in the fun of motorcycling—not sport 
in the competitive sense, because I’m 
not that coordinated. But I can ride for 
days, anywhere. 

“My principal interest is street 
bikes—the newest ones, the biggest 
ones. At the top of the list for me, 
now, is the 1100 Yamaha. The Van 
Veen we've used on this trip is also 
very exciting because of its speed and 
acceleration. Seventy-five per cent of 
my long-distance travel has been on a 
Gold Wing. But the seat on those 
things’ll cut you in half, and after 500 
miles you don’t know which half is 
left. Last year I used a BMW RI1O0ORS 
for a 1500-mile trip through the West, 
and I liked it, even though the 
handlebars are uncomfortable for long 
trips. But I find it to be responsive, 
light, and thoroughly comfortable 
[except for the bars] for cruising. 

“And I love my Harleys. You feel 
welcome anywhere on a clunker. Once 
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our hovercraft swell up like a frightened 
blowfish and slip heavily into the Channel 
on its way to France. No matter. We will 
catch the next one. The hovercraft-ferry 





The hike from New York to 
London was made by Con- 
corde (above), the Desmo 
of the Sky. There waiting 
for the author at Forbes’ 
Old Battersea House was 
Malcolm’s idea of a pup tent 
(above, left). In Spain the 
author bagged this fine 
trophy—a yellow Honda 
GL1000 caught escaping 
from New Jersey (left). 





looks and acts like a Rube Goldberg 
cartoon come to life and gone bananas. It 
uses turbine engines to create the cushion 
of air upon which it floats, and any 
number of propellers on pivoting stalks 
for propulsion and aim. It is thought of by 
those who run it as an aircraft. There are 
stewardesses on board, and the trips are 
called “flights.” 

When we wheel the bikes into the hold 
we are requested to put them on their 
centerstands. Malcolm looks studiously 
for such a device on the Harley before 
discerning that there is none. “My techni- 
cal knowledge of motorcycles is zilch,” he 
says. “If I press the starter and it doesn’t 
start, sometimes I remember to turn the 
off button to on and sometimes I don’t, 
and sometimes I remember to turn the 
petcock on, and sometimes I don’t.” 

The “flight” took about 45 minutes. 
We went through customs in Calais and 
headed for the Chateau de Balleroy 
through some of the most beautiful coun- 
try in the civilized world. That afternoon | 
give the Van Veen its head on the auto- 
route (France’s version of the autobahn) 
and watch the speedometer needle achieve 
the 225 kph mark (about 139.5 mph.) The 
wind strips my luggage off the seat. 

The twin-rotor Van Veen is purely a 
creature of the open road. Its four-speed 
gearbox, chunky weight carried high, tall 
overall gearing, diabolical centerstand, 

Continued on page 113 








you get to 65 mph or above, there’s no 
question—it does beat you up. But 
they’re great for poker runs and they’re 
great if you’re planning an over-nighter 
or a weekend trip. 

“The Harley is sheer good fun. It 
has its own distinction. If they have to 
change it to meet the noise or 
emissions regulations, or feel they have 
to compete against the Japanese, 
they’re in real trouble. It is what it is, 
and people love it for what it is. Still, I 
prefer to go fast in comfort. You can’t 
go fast in comfort on a Harley. Magic 
Fingers under your seat for hundreds 
of miles lose their magic. 

“The Munch? The Munch is great 
to take on Poker Runs. You park it 
somewhere, and people come up and 
poke it.” 


Buying Factories: “We sold Bultacos 
in the shop. Bultaco needed enormous 
amounts of money to modernize their 
plant. But as with Triumph, we had 
backlogs of orders and could get no 
deliveries because of strikes, or spare 


parts shortages, or the simple matter of 
supply not relating to demand. Hank 
Slegers, who runs the motorcycle 
business for us, is absolutely sold on 
the idea of service. That’s why we have 
so many mechanics, and keep them the 
year-round. We’d make more money if 
we laid ’em off in the winter, but you 
can’t lay off good men in the winter 
and expect to get’em back in the spring. 

“Anyway, we couldn’t expect to 
provide good service with these brands. 
When I was offered the opportunity to 
purchase the manufacturing facilities of 
some well-known motorcycles, it 
wasn’t hard to resist. 

“Besides, in the case of motorcycles, 
I'd rather be able to complain to the 
manufacturer as a customer or a dealer 
than to be the manufacturer. I’d rather 
use the bike; I don’t want to make the 
bike. And the manufacturing end of 
motorcycles is something I know 
nothing about. I’m an excited, thoroughly 
dedicated, consumer. The manufacturing 
end held no interest for me, at any point.” 
Continued on page 113 
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Suzuki 
gives birth 
tobigger 


twins... 




















When it comes to all-around 
- -perormance, nobody out-performs 
Suzuki. 
‘Case in point: The new GS-425 and 
425E. 

Road Scholars. If your idea of a smart 
bike is one that's quick, nimble and 
economical, then you've come to the 
right ad. Because the GS-425 Twins are 
the road scholars of the 400cc class. 

More Power To You. Both models are 
powered by a beefed up 4-stroke DOHC 
2-cylinder mill which delivers more 
torque and power. Smooth and quiet; 
too. Thanks to a unique gear driven 
engine balancer. Roler bearing 
crankshaft provides high-RPM ` 
pertormance. And constant velocity 
carbs kickin with sharp, non-bogging 
acceleration. : 

Easy Handlers. When it comes to: 
sHuightening q abendor Thorina a 


bump, these bikes are in a class by 
themselves. Reasons are: Light but rigid 
chassis, well-balanced design and 
exceptional suspension action 
between front forks and rear shocks. 

Loaded or Extra Loaded. You get 
plenty of high standards for the low 
price: Like: Electric starting, big front 
disc brake, 6-speed gearbox, digital 
gear indicator, automatic cam chain 
tensioner and a needle bearing- 
suppörted swing arm. In addition, the E 
version comes with mag-type wheels, 

zcüstom dual saddle and a special 
black paintjob, among ôther things. 

It may also please you to know that 
these sporty machines are built with 
meticulous care. So you can spend your 
time riding rather than repairing. 

Now you know why the new GS-425 
and 425E are among the world's great 
ns 


` 











Engine 


GS-425E sports mag-type wheels, Four-stroke, DOHC, two cylinders New electronic digital gear > t 
custom dual saddle and special Displacement indicator is easy to read both day 
black paint job. 423cc and night. 

y yp 


Carburetor 
Two, Mikuni BS34SS 
Compression Ratio 
91:1 
Bore and Stroke 
670mm x 60.0mm 
Starter System 
Electric & kick 
Transmission 
6-speed, constant mesh 
Suspension: 
Front fork 
Oil-damped 
Rear Swing Arm 
Oil-damped, 5 load settings 
Ground Clearance 
155mm (6.1 in) > 
Brakes: Front \ 4 
Hydraulic caliper disc / 
Rear / 
Internal expanding f 
Tires: Front 
3.00 S18-4PR 
Rear 
3.15 S18-4PR 
Lubrication System 
Wet sump 
Fuel Tank Capacity \ ~ 
: 14 lit (3.7 gal) | \ 
Engine Oil Capacity X \Y/ A 
6-speed gearbox is perfectly 2.1 lit (2.2 qt) Front disc brake is standard on both 
matched with bigger 4-stroke DOHC Length — GS-425 models. 
2-cylinder engine. 2,085mm (82.1 in) 
Width 
eo. 835mm (32.9 in) 
\ Height 
1,110mm (43.7 in) a 
Wheelbase ’ 
1385mm (54.5 in) 
Dry Weight 
170 kg (375 lbs) 












Suzuki. performer. 


® Y “ 
Ride safely: wear a helmet, eye protection and appropriate riding apparel. Member Motorcycle Safety Foundation. i 
CIRCLE NO. 64 ON READER SERVICE PAGE. PAS 
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grabby hydraulic clutch, heavy throttle 
springing and rotary engine surging con- 
spire against elegant progress in traffic, but 
once away from all that, the bike becomes 
a delicacy. Its engine is the precise displace- 
ment equivalent of two Suzuki RE5s; only 
the Honda CBX and Yamaha XS Eleven 
are in its league for speed. The engine need 
not turn a lot of rpm to perform. Indeed, 
its 6500 rpm redline is not far above that 
of many domestic automotive V-8s. But 
; the bike’s cruising smoothħess and mid- 
range throttle response, together with a 
decent seat and excellent riding position, 
give its rider the ability to absorb mam- 
moth distances almost unconsciously. 
Malcolm is pleased to hear this. Despite 








Enthusiasm: “A motorcycle devotee 
is so at some sacrifice. The bulk of 
motorcyclists are not at the top 
echelons of income; they’re in the 
middle, or lower-middle. Prices are 
enormous—for bikes, for parts, for 
accessories. This [money] has to come 
out of something else. 

“For the people who are into 
motorcycling, it’s not a secondary 
interest for them. The bulk of people 
who are motorcyclists are 
knowledgable, enthusiastic and totally 
consumed. In this sport, people who 
just ride are as enthusiastic as people 
who are into customizing, or 
competition, or whatever.” 


The Japanese: “The reason the 
Japanese are the best motorcycle 
makers is that they are superb 
businessmen. They just do things 
better—cameras, cars, motorcycles, 
engines—not because they’re dedicated 
enthusiasts, but because they’re 
dedicated competitors. 

“The only competition the Japanese 
have in the motorcycle industry is each 
other, and that competition is keen— 
real. The bikes constantly improve, and 
the improvements have nothing to do 
with the enthusiasm or technical 
knowledge of the executives. They’re in 
it not because they’re motorcycle 
enthusiasts. They’re in it to make 
money. To make money they keep 
| coming up with innovations, and 
\\improvements in manufacturing. It’s 
not their personal enthusiasm for the 
product which is important. It’s their 
understanding of what creates 
enthusiasm for a product, and it’s 
superb management, which make their 
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Malcolm, Briefly . . . Continued from page 108 


bikes superior.” If you’re poor they think you’re nuts.” 


the fact that it was his $11,000 that bought 
the Van Veen, he has not ridden it, which 
causes me to feel like a living diorama. 

We get to the Chateau de Balleroy at 
8:30 pm, but we know where it is before 
we can see it because Ed Yost’s silver 
barrage balloon, tethered in a field behind 
the chateau, is visible from 15 or 20 
kilometers away. We approach the main 
drive at a slant, turn left onto it, and 
momentarily are crunching through white 
gravel between maze-like formal hedge 
gardens and various out-buildings towards 
the stairway leading to the entrance. 

The Forbes chateau is one of the most 
beautiful buildings in all of Europe. It is 
big—but not so big as to be that sort of 

Continued on page 114 


Image: “There is a public antipathy 
towards motorcycles and motorcyclists. 
While Honda removed a great deal of 
it, most people are still instinctively 
hostile. They resent a motorcycle. One 
comes weaving past a lot of cars parked 
at a queue, and the car people, who 
can’t weave past anybody, resent it. 
Personally, I think that’s one of the 
great plusses for motorcycling, and I do 
it. Of course. While I know it may 
hurt the image, IIl be damned if for 
the sake of the image I’m going to sit 
behind fifty cars at a red light when I 
can spend the three minutes the light 
is red to get to the head of the queue, 
with no danger to me or to anybody 
else. There’s a piece of the road to be 
had for that.” 

Stepping Out: “The older you get 
the more you tend to immobilize 
yourself, and that’s where people tend 
to miss out on life. Very often when 
you’re younger and have a little more 
derring-do, you don’t have the means. 
And then when you get a little older, 
get a little ahead in life and can afford 
to do more things, many people think 
it’s too late. 

“I think if more people tried 
motorcycling they’d find as I did that 
it’s great good fun. You’re cautious 
because of the danger involved, but 
you find you’re enjoying the elements, 
you're not sealed off from them, and 
it’s a whole new experience. You don’t 
just walk out the door and say, ‘Gee, I 
think I'll try a motorcycle.’ When 
you're young you’re apt to, but as you 
get a little older you get a little lazier— 
and fearful. 

“People think you’re eccentric if you 
ride a motorcycle. Unless you’re poor. 
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Made in U.S.A. See your dealers or 


write Rexnord Inc., Springfield, MA 01101. 
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TRAVELS ................ Continued from page 113 
building in which no one lives. There is a 
central section having what appear to be 
four storeys, two flanking wings, and a 
pair of non-attached smaller buildings 
which from the front look like miniature 
versions of the central section. It was built 
by Francois Mansart between 1626 and 
1636 for a man named Jean de Choisy, 
became the property in 1698 of Jacques 
de la Cour, and then stayed with a succes- 
sion Balleroys until purchased in 1970 by 
the Forbes Investors Advisory Institute. 

Its charm is inescapable. Its propor- 
tions make it seem smaller than it really is. 
The rooms inside are large, of course, but 
remodelling has made them warm. 

We are greeted upon arrival by mem- 
bers of Malcolm’s New York staff, mem- 
bers of his French staff, and representa- 
tives of his Balloon Ascension Division 
staff. We have covered some 600 kilome- 
ters today. The bikes so far are fine. We 
are in bed shortly after dinner. And where 
we are sleeping is a far cry from a KOA 
campground, or a ditch with a snake for 
company. 


June 9: 1 awaken at two in the afternoon 
and join Malcolm and his guests for lunch. 
Malcolm says, “lve been riding my motor- 
cycle around in the moat for the past three 
hours hoping you’d take my picture.” 
There is in fact a moat; a dog lives in it. 

This is not your ordinary country week- 
end at the chateau. It is the weekend of 
the Fourth Annual International Balloon 
Meeting—Friday, Saturday and Sunday— 
and it will host aeronauts from France, 
America, England, Ireland, Sweden, Hol- 
land, Belgium, Germany, Poland and Iran. 
There is the closest thing to a county fair 
thrown in for good measure: balloon rides 
(on the barrage balloon), a dog show, 
gymnastics exhibitions, all manner of di- 
versions, eats.and games. 

After lunch Bobby and | ride the Honda 
and the Harley to the Normandy ceme- 
tery. There are 9,386 graves, and on a wall 
the names of an additional 1,557 missing. 
Despite the chilly symmetry of the grave- 
stones it is a lovely place, situated atop a 
cliff overlooking Omaha Beach, the scene 
of the greatest amphibious troop landing 
in history. There are gardens of roses, 
stands of European Ash, beds of heather 
and boxwood. Afterwards we ride east to 
a museum where the artifacts and the 
technology of the landing are displayed, 
and then we hustle back to the chateau to 
get cleaned up for the aeronaut’s ban- 
quet, at which Malcolm makes presenta- 
tions to each of the balloon teams and 
welcomes them. | am seated between a 
lacquered lady from Chicago and British 
balloonist Royston Cooper, an amalgam of 
the Schlitz Malt Liquor bull and Groucho 
Marx who the next night will wear a linen 
napkin on his head as a helmet against 
corks ricocheting off the ceiling. 

After dinner we walk around to the rear 
of the chateau. A thirty-minute fireworks 
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display has been arranged. Music thun- 
ders out of two speakers as big as Buicks 
and glowing embers sift down through the 
forest flanking the field to the delight of 
some 5000 townspeople who had as- 
sembled silently while we were eating. | 
ask Malcolm when he’s going to show us 
the main chateau. Malcolm chuckles. 
“Ahh, he says, “be it ever so humble. . . 
Well, everyone has to have a little some- 
thing to call his own.” 


June 10: Late this afternoon | fly in Mal- 
colm’s balloon, “Moira.” It is piloted by Sid 
Cutter, who is regarded, though not nec- 
essarily by Sid, as the best balloonist here. 
Flying in a balloon across the afternoon 
Normandy countryside is the farthest 
thing from a sobering experience. One 
moment the “Moira” is a long, thick, red 
and yellow trunk of fabric resting on the 
green grass of the chateau meadow, at- 
tached to a wicker basket with a number 
of small-diameter filaments. The next it 
has been blown up with a large fan, the air 
within heated by tongues of flame blasting 
out of its basket-mounted propane 
burners, and is rising in serene and per- 
fect stateliness from the meadow and the 
hundreds of people gathered below. We 
have become a puff of color; we have 
assumed the shape of whimsy. 

There is, of course, no breeze to feel— 
we are at one with the air, we are in the air 
as palpably as a swimmer is in the water. 
We flow suspended and still across the 
top of France’s soft gold-lit greenness 
hearing nothing except gentle barnyard 
noises from below, and from above the 
distant intermittent honk of other bal- 
loons’ propane burners. We are waving at 
all the farmers and their children as we 
parade majestically overhead, and they, 
laughing and ecstatic, are waving back at 
us. Rabbits frightened by our shadow 
scamper down alfalfa rows; we can hear 
their feet. Cows let out from milking stare 
up and move around for a better view. 
“You know,” Sid says, “there isn’t any- 
body who doesn't love a balloon.” It cuts 
through me like a knife; | am a motorcy- 
clist, after all. 

We have been up for 45 minutes or an 
hour, and it is time to find a spot to land. 
There are priorities. A landing site should 
be near a road; there should be access to 
a road so our pickup crew can get to us 
easily; there should be no domestic ani- 
mals nearby, especially horses, especially 
thoroughbred horses (these have been 
known to entangle themselves in barbed 
wire fences at the sight of a balloon); the 
landing site should not be a crop field, nor 
too close to a fence; and there should be 
a windrow, forest or some other form of 
wind protection to make the landing as 
trauma-free as possible. Sid, naturally, 
finds just such a place. | was told that 
ordinarily the population of the entire re- 
gion rushes towards a balloon when it 
lands, to see what it’s like, to meet 
whoever’s in it, and to help secure the 








sizeable bulk of the gas bag against the 
currents of the wind. Our landing is ordi- 
nary: forty or fifty people materialize from 
nowhere to lay hands on the gondola 
while Sid takes the top out of “Moira” and 
releases the heated air. The balloon col- 
lapses quietly and with dignity, is laid out 
and folded up, and 20 minutes later we 
have said our thank-yous and good-byes 
and are on our way back to the chateau in 
a van driven by Monsieur Garnier, the 
head of “Moira's” chase crew. 

That night Royston Cooper gives me a 
champagne shampoo at dinner to com- 
memorate my first flight. While my head is 
still dripping and bubbling he tells me, 
“Everyone loves your hairdo. They say the 
Moet brings out the highlights.” 


June 11: | fly again this afternoon, this 
time with Denny Fleck, the Manager of 
Forbes’ Balloon Ascension Division. 
When we land it is just like yesterday. 
Everyone from the nearby town—children 
pink-cheeked and hot to practice their 
English, thick-armed friendly farmers, 
chattering womenfolk—surround the gon- 
dola and hold it firm while the bag comes 
down. “What is the word in English for 
balon?” the children want to know. “It is 
ballooooon!” we tell them, again and 
again. “Balloooooooooon!” 


June 12: Today we leave for Morocco. 
Denny Fleck is up before us and has the 
bikes—the Van Veen, the Harley, and two 
GL1000s—warmed and ready to go. Kip 
Cleland will ride with Malcolm, Bobby and 
me. Despite Kip’s superb condition the 
weekend at Balleroy has exacted a merci- 
less toll, and to make matters worse he 
had dropped something heavy on his foot 
the night before and is therefore feeling 
discomfort from both ends. 

It will be a long pull. Mary Ann has 
estimated the distance to be 600 km to 
Bordeaux, and when the day is done 
exactly 600 km have rolled up on the 
Harley’s odometer. Our route takes us 
through St. Lô, Villedieu-Poëles, Av- 
ranches and Rennes before lunch in 
Nantes, a meal which prompts Malcolm to 
note that the frog’s legs are underdone 
and the salad was served before the soup, 
and then to be amused that a bunch of 
black-clad motorcyclists would dare com- 
plain about such things. The possibility 
hits me like a train that the French cuisine 
Malcolm enjoys at home is superior to 
anything we might find in France. 

On after lunch, Kip now revived, to 
Rochelle, Saintes, then a kiss of cool, 
damp air as we pass close to the ocean at 
St. Andre de Cubzac, and finally into 
Bordeaux where Bobby, using nets of 
fluent French, stalks and captures our 
hotel. It is the Aquitania, an ultramodern 
white load of a building far from what we 
all anticipated to be the viney charm of 
downtown Bordeaux. 

Today's route has not been particularly 

(Continued on page 176) 
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scenic; Malcolm is not a sightseer. He is a 
straight-ahead traveller, unlike other 
American tourists chiefly in that he is 
focused on a destination which is mean- 
ingful to him. We are but one day from the 
Chateau de Balleroy and already he has 
caught the scent of the Palais Mendoub, 
probably his favorite place of all. For mo- 
torcyclists what counts is the trip, not the 
objective. Malcolm cares about the trip, but 
not because of what he sees. He cares 
about the trip because he gets to ride. 


Somewhere beyond Le Mont St. Michel 
Bobby had noticed a piece of paper flut- 
tering from Malcolm’s pocket. We stop. 
The green insurance card for the yellow 
GL turns up missing. Without it the bike 
might not be allowed into Spain. There is 
no question about alternatives: if we get 
hung up crossing the border Kip will ride 
the Honda back to the chateau, drop off 
the bike, go to Paris and fly to Morocco. 


July 13: We leave Bordeaux after attend- 
ing to the fluid needs of the bikes, ride 
past a series of horrendous truck wrecks 
and arrive for lunch at the two-star Hotel 
des Pyrenees in St. Jean Pied-de-Port. 
During a perfectly stunning luncheon Mal- 
colm prepares Kip gently for the pos- 
sibility of his having to return to the 
chateau: riding north through France then 
flying from Paris to Tangier, we agree, is 
hardly an onerous task. 

But the border is crossed without inves- 
tigation or incident, and we spend the 
early afternoon indulging in the dips and 
twists of the road through the Pyrenees. 
Malcolm is every bit as steady in the 
mountains as he was in English rush-hour 
traffic, Bobby rides with supple lyricism 
and Kip gets by with enthusiasm and 
blocky muscularity. | have Bob follow me 
for a time to show him what | think | know 
about lines, and then | track him to see 
what he’s picked up. He has picked up 
everything and is grinding away at the 
Honda’s footpegs. “There's nothing more 
| can teach you,” | tell him. 

Evening finds us in Pamplona. As | ride 
the Harley down the ramp to the under- 
ground parking lot | notice it is sounding a 
little rough. No wonder—both header 
bolts have fallen out, and the exhaust 
system is held more-or-less in place by 
nothing but the muffler support. We have 
a long distance still to cover; a way must 
be found to secure the header pipes. | am 
overtaken by the feeling of grim deter- 
mination touring riders speak of; the prob- 
lem will be fixed. 

Bobby and | clean up and then walk to 
the nearest hardware store, which is 
about to close. Using Bob’s mixture of 
French and Italian and a series of 
sketches we buy several metric bolts in 
different lengths, taps to match, an adjust- 
able wrench and handfuls of washers. 

But the bolts are all too big—they won't 


fit through the holes in the exhaust 
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flanges. Now it’s time to think: where in 
Pamplona at eight o’clock in the evening 
would we be able to find just the right 
American bolts? The answer was in front 
of us: the Harley. | spin out a likely-looking 
bolt from the luggage rack and it fits 
perfectly through the exhaust flange and 
into the front head. One more transplant 
and we're off to dinner, and then to bed. 


June 14: Today's destination is Madrid. 
It's cool as we plow through Tuleda, Tar- 
azona, Soria. The countryside is like the 
western US: stark. Poverty is all around us 
and ancient religious buildings peer down 
from the tops of distant hilltops. We lunch 
in Medinacelli then race rain clouds all the 
way to Tonja, just north of Guadalajara, 
where we break into the clear. It's an easy 
canter from there to Madrid. Malcolm had 
told us at lunch that our hotel is the Ville 
Magni. There is just enough left of the 
memory of what he said for me, suddenly 
and utterly lost by myself in teeming 
Madrid, to communicate the name to a 
taxi driver, whom | paid to lead me to our 
hotel. Malcolm had discussed this taxi 
technique the day before. Good thing. | 
doubt | would have been able to think of it 
myself, and without it | would have been in 
some serious trouble: not much money, 
no Spanish, the day almost gone, and lost 
beyond imagining. 


June 15: Around noon | crashed the 
yellow GL1000 on a humpy, polished little 
road 30 km north of Granada. | was riding 
third, behind Malcolm and Kip. The road is 
an old one, pounded by the heavy trucks 
travelling between Granada and Jaen. In 
each lane, where the tires roll, there are 
channels. | got the front tire off-cambered 
against the flank of a rut, lost it, the bike 
sank down on the right-side engine guard, 
the back tire unloaded, and the bike went 
rooting and sparking across the road and 
into the weeds on the far side. Bobby just 
missed me. But almost before | had 
stopped sliding the reflex which must be 
common to all pro photographers had 
Bob clicking away. 

It took three of us to hoist the GL back 
on the road. We were relieved to discover 
no serious damage—the engine guard, 
the corner of the fairing—and it fired right 
up as if nothing had happened at all. 

Our original plans called for a stop in 
Granada, but by now Malcolm was aching 
for Tangier and the Palais Mendoub. Gra- 
nada came and went, and by the time we 
got to Malaga, Malcolm had the Van Veen 
(“you can’t beat it for passing”) belly to the 
ground. We would spend the night in 
Algiciras and catch the first ferry to Tan- 
gier the next morning. 

The fanciest hotel in Algiciras is the 
Reina Cristina, a lovely, regal place which 
looks across the bay at the Rock of 
Gibraltar. It was very late in the afternoon 
when we got there. We had no reserva- 
tions. We were tired, dirty. We were mo- 


torcyclists. Malcolm got us rooms in two 
minutes flat. 


June 16: The Van Veen’s throttle cable 
breaks as we mount up and head for the 
ferry. We are a bit late leaving the hotel 
anyway, and there is little time to lose. | 
whip out the Van Veen’s tool roll, yank off 
the fuel tank and find that the bike has a 
pull-pull throttle cable arrangement. | con- 
nect the return cable to the opener slot in 
the butterfly pulley, attach its other end to 
the twist grip spool, leave the twist grip 
housing loose to accomodate the return 
cable’s length, and we're in business. 

The Van Veen makes it out the hotel 
driveway and stops dead in its tracks. It is 
out of fuel, and we don’t know exactly 
where the dock is, and time is running out. 
We coast down a slope, looking for a gas 
station. What do we find? The dock. 

But the situation continues to unravel. 
We fall prey to some sharpy who helps us 
buy tickets on the wrong ferry going to the 
wrong place, the bikes are parked in the 
wrong queue, the yellow GL—the one | 
crashed—conks out altogether from an 
electrical malfunction, we do not discover 
until almost too late that buying tickets is 
only the tip of the paperwork iceberg, and 
the loading boss is reluctant to converse 
with us in French even though it is proba- 
bly his native tongue. 

But still we make it, two dead bikes 
notwithstanding. Gas from the GL is beer- 
bottled into the Van Veen’s tank during 
the trip across the Strait, and customs in 
Tangier is no problem because the 
customs boss knows Malcolm. We leave 
the GL under guard in a parking lot in the 
Tangier harbor and head for Rue Shake- 
speare and the Palais Mendoub. We are 
there in plenty of time for lunch, which is 
served to us by two Moroccans under 
palm trees in the garden. 

You could call the palais a nice, big 
house: it would barely fit between the end 
zones of a football field. It contains a 
museum and was formerly the governor’s 
palace. My room looks out towards 
Gibraltar; the view from my bathroom 
takes in Tangier harbor. The trip is over. 

The next few days pass quickly. | spend 
time exploring the palais. Both Kips, Mary 
Ann, Bob and | venture down to the 
Kasbah to haggle with the shopkeepers, | 
behave myself moderately well at a black 
tie party in honor of the Countess de 
Breteuil, and there is time to enjoy the 
pool and the sunshine and the luxurious 
breeze which bathes the palais from dawn 
to dusk. | have time to think about the trip, 
and all the people | have met; about 
crashing in Spain, and Harley header 
bolts, and Victorian art collections; about 
balloon rides, vintage wines, broken ca- 
bles and the magic light of northern 
France. 

| will wait for six months, | decide. A year 
at the longest. And then | will encourage 
Malcolm to write another touring story. © 

CYCLE 





LEATHER 


À alog, or as one eof 
ealers worldwide. 
G SPECIALTIES _ 











DUCT TAPES ............ Continued from page18 
After three minutes | started back to find 
him, hugging the right side of the trail and 
leaning over the bars to look around cor- 
ners. | found him two miles back, his 
Husky lying on its side, and him prying a 
piece of branch at a couple half-hitches of 
chain on the countershaft sprocket. It was 
as nice a jam as I’d ever seen. 

| told Mike to put the bike on its feet, 
meshed what chain was left onto the top 
teeth of the back sprocket and told Mike 
to roll the bike back and forth while | held 
the chain. | call this my “impact sprocket” 
method of chain retrieving. It worked, but 
only after Mike picked the bike up and 
threw it backwards at the ground. We 
adjusted a belly of slack out of the chain 
and crossed our fingers that he hadn't 
sheared a key or two. Luckily, he hadn't. 

Whoever had taken my arrows down 
was a miserable SOB as he spent a lot of 
time pulling and reusing staples to plant 
the arrows on trees leading into water 
holes and greenbriar thickets worse than 
concertina wire. At one point he had tied a 
section of vine between two trees, neck 
high. But he’d have to get up a little earlier 
in the morning to catch me with that one. 
Judging by the half-moon marks on the 
arrows l'd say the staples were hammered 
in with a revolver butt. | could only wish 
that he’d shoot himself some day. 

After l'd taken down the misplaced ar- 
rows, | showed Mike the trace l'd be 


following and asked him to put two 
WRONG markers on the false trail. 

“| can't,” he said. 

“Why not, Mike?” 

“| left the staple gun back where we 
fixed the chain.” 

“It’s only two miles, Mike. You'll catch 
me in ten minutes at the next turn,” | said 
and started down the trace. Six-Day 
riders, | thought, aren’t used to carrying 
staple guns. 

There were eight miles to do, less two 
tenths, and | arrowed all the turns and 
danger-marked a new blow-down in a 
little over an hour. | was a bit bushed for | 
rarely get off the motorcycle and eat a lot 
of brush to get near the trees, and squeez- 
ing a staple gun constantly can do 
strange things to forearm muscles. | 
leaned the Bultaco onto one side of a tree, 
sat my dragging butt on the other, and 
closed my eyes. | knew that Husky was 
loud enough to wake the dead. 

Two hours later | awoke with a start, 
didn’t know where | was for a second, 
then immediately began worrying about 
Mike. He should have caught up a half 
hour ago. | listened really hard, as these 
woods are silent, almost totally without 
birdlife. | heard them running a jet up on 
the ground at McGuire twelve miles away, 
but | couldn’t hear the distinctive whine of 
the Husky. | saddled up and headed back, 
meeting Mike just beyond the fallen tree. 

“lmout of arrows,” he said. 


This didn’t seem possible because l'd 
given him plenty. 

“You didn’t lose any, did you?” | asked. 

“No, just ran out of them back there a 
few miles.” 

“It just don’t seem possible, Mike,” | 
said. “We'll ride back. Look on the side 
of the trail for some you might have 
dropped.” 

“Don’t think so,” he insisted, but we 
started back anyhow. 

He was right. There were no arrows for 
the first mile or more. Then | began to spot 
them out of the corner of my eye on the 
back of the trees. He was using too many, 
way too many. We’d have to take down 
every other one to finish the section. Oh 
well, back to square one and start over, 
that’s all. 

| said, “Mike, you Six-Day riders sure 
must have well-marked trails; you’ve got 
an arrow on every other tree.” 

“| don’t know why you make such an 
issue over me being a Six-Day rider,” Mike 
said.” 

“Because it’s an honor,” | said. “Where 
did you compete? Czechoslovakia, New 
England, Austria, Spain?” 

“None of those places.” 

“Isle of Man?” 

“Nope,” Mike said. 

“You ARE a Six-Day rider, ain’t you?” 

“Bet your ass,” Mike said. “Started rid- 
ing last Saturday.” 

—Ed Hertfelder 
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Discover the excitement of the Kerker Exhaust 
System for your machine. You’ve read all the maga- 
zine tests and the proof is conclusive—Kerker pipes 
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exhaust system. Period. Experience the response 
that only Kerker can give you—now with a choice 
of four baffles, from the competition-only “Racing 
baffle” to the mellow and potent “dbAE” Magazine 


«tests prove that our new “dbAE” baffle develops more 


power on a stock bike than any other baffle we make 
and yet is 50 state legal for noise and emissions. 


= Truly an amazing engineering achievement from the 


worlds leader in Motorcycle Exhaust Systems. 


You get it all with Kerker: Performance, Styling, Show- 
quality Chrome, durability with our new space-age 
“Jetglass” packing, and there’s never an interference 
problem with the oil filter or center stand. The Kerker 
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cylinder motorcycles and coming soon for twin 
cylinder Bikes is the incredible Kerker 2 into 1. See 
your dealer and let Kerker make it happen for you! 
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Canoga Park, CA 91304. a 
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The superbike evolution 
urns to revolution. 


New Honda CB750K. 





Everybody knows when the super- 
bike era began...and whose name 
was on the ground-breaking 
machine that started it all. 

Well, big things have just hap- 
pened again, and the nameplate’s 
still the same. The 1979 Honda 
CB750K is an original new motor- 
cycle that’s breaking fresh ground 
in the 750 class. 


Road-racing heritage. 
Honda has drawn upon its 










































immensely successful road-racing 
program to design the new 
CB750K engine. The larger DOHC 
power plant carries four-valves- 
per-cylinder, directly inspired by 
Honda’ race-winning RCBs; this 
freer-breathing design contributes 
to the greatly improved power- 
band. Displacement is up to 749 cc. 
There's a new Pointless Inductive 
ignition system for fewer parts, 
hotter sparks. Fuel metering is im- 
proved via four 30 mm Constant- 
Velocity carburetors equipped 
with an accelerator pump. 


Comfort more than seat-deep. 

Designing a civilized, responsive 

bike involves far more than just 

the power plant. A deeper look at 

HOOPTE O Teves eens aboye and that says it all. From rich new 

and beyond mere specs. aint to the CB750K's 
The engine's surrounded \ P 


! J © unmistakable signa- 
by a redesigned double ; à ; 
cradle frame that red- Z ture, the gleaming; 
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uces seat height. four-into-four, chromed 


The special suspen- A iaag US system. 


sion includes low- 
friction front forks 
and Honda's 

own FVQ 
two-stage 
rear shocks 
with five 





New DOHC 16-valve cylinder head. 


spring pre-load settings. Rider 
comfort is also a prime con- 
Sideration in the new stepped, 
deeply padded seat. 


Classic in detail. 
This is unquestionably a finely 
built machine. 

The finish is Honda-quaiity... 





The handsome new instrument 

panel includes a quick push- 

button reset trip-meter. There's a 

pair of new Honda-designed low- 

vibration mirrors. Even taillights 

and turn signals are new for 1979. 
The new Honda CB750K. And we 

do mean new. It’s a case of classic 

design outdoing itself. And remember, 

always ride with safety on your mind. 


Always wear a helmet and eye 
Protection. Model availability may be limited. For 
free brochure, write: American Honda Motor Co. Inc., 
Dept. C19K, Box 50, Gardena, California 90247. 

See Yellow Pages for nearest dealer ©1979 AHM. 
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LIMITS POWER ...... Continued from page 43 
select fuel of 73 octane, and when TEL 
was added to this, a better 87 octane 
grade was the result. This was called 
ethyl, or high test. 

These developments sent Chrysler Cor- 
poration engineers scurrying for the lab to 
develop higher compression engines, and 
their 6.5:1 compression flathead was re- 
garded as a breakthrough, giving fuel 
economy 25% better than anything then 
available. The other makers followed suit. 

To exploit the residue left from distilla- 
tion, thermal cracking was developed. 
Heated in special retorts, the heavy mole- 
cules broke down into lighter, gasoline- 
like fractions. Catalytic cracking later 
made this process more efficient, and a 
myriad of advanced techniques appeared 
for making virtually any desired fuel mole- 
cule from basic stocks. 

The antiknock properties of hydrocar- 
bon molecules are related to their 
structures. The paraffins are long chains 
of carbons and hydrogens, held together 
with weak bonds that are easily broken by 
heat. Normal heptane, the low reference 
fuel, is a paraffin. By changing this struc- 
ture to a branched-chain we get the iso- 
paraffins, which have stronger bonds and 
resist detonation well. Iso-octane is a 
member of this family. A third way to 
assemble the same number of hydrogens 
and carbons is in rings, and the cyclo- 
paraffins or napthenes are of this kind, 
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also good fuels. The aromatics have dif- 
ferent formulas than the paraffins, but are 
like the napthenes in being of ring struc- 
ture. Aromatics, such as toluene, have 
very strong bonds and offer high intrinsic 
octane behavior. Olefins are principally 
found in cracked fuels, and while they 
make good gasoline, they do form gums 
in storage. Olefins are the reason why the 
lawnmower won't start in the springtime 
on last season’s gas. 

Fuel research accelerated again for 
World War Il, and in six years’ time, fuel 
quality was raised enough to permit the 
doubling of specific horsepower in air- 
craft engines. The better fuels did not 
release more energy per pound, remem- 
ber—they simply resisted detonation so 
well that great increases in supercharger 
pressure could safely be used. Hydrocar- 
bon fuels with performance numbers be- 
yond 300 were developed, but the coming 
of the gas turbine turned aviation in a 
different direction. The fuel producers 
were left with vast apparatus for produc- 
ing high octane fuels, and no immediate 
market. 

The auto makers, knowing that better 
pump fuels would soon become available, 
began another round of higher-compres- 
sion engine development. Engines such 
as the GM Kettering V-8 came from this 
period, efficient, overhead valve engines 
of higher RPM and compression. This 
cycle of development continued steadily 





until it peaked in the supercar era, when 
auto engines with compression of 11:1 
were common. 

Between the wars, competition engines 
had bounded ahead of road-going tech- 
nology thanks in part to rules which per- 
mitted use of exotic and oxygen-releasing 
fuels such as nitromethane. Without 
these, compression ratio would have 
been forced to remain low. The post-war 
availability of much better gasoline pro- 
vided a cheaper, more sensible alterna- 
tive for the racing fraternity, and most 
sanctioning bodies adopted pump-fuel 
regulations which are still in force today. 

Now the exhaust of all these millions of 
admirable vehicles has to be cleaned up, 
and it happens that the most effective 
ways of doing this quickly are in direct 
opposition to the main trends of engine 
development. 

High compression yields high power 
and efficiency. Its high temperature com“ 
bustion also yields oxides of nitrogen, 
which are pollutants. Therefore high com- 
pression has to go. Recent designs, in 
accordance with clean-air standards, are 
back down to 8:1. 

Fuel additives like TEL allow such high 
compression to be safely used. Unfortu- 
nately they also ruin the catalytic mufflers 
now used to complete the combustion of 
hydrocarbons and carbon monoxide in 
auto exhaust. TEL has to go. 


Published in 1972, the Environmental 
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Before you buy any other machine, you owe it to yourself to check out 
MOTO GUZZI . . . facts speak for themselves. MOTO GUZZI has been 
designing and producing high quality motorcycles since 1921 and has 
over a half century of experience in manufacturing two-wheeled vehi- 
cles. MOTO GUZZI offers an extensive list of technical advances, such 
as, the patented integral brake system to insure maximum safety, a 


reliable alloy V-twin power plant that has proven itself in the most 
strenuous and punishing long distance endurance tests, a race-proven 
frame design for optimum handling and cornering, one piece steel 
crankshaft of rugged construction to insure dependability, mainten- 
ance free shaft drive, five speed transmission. Factory recommended 
spare parts readily available through dealers from coast to coast. 


1. 1000cc light-weight alloy V-twin engine. 2. 5-speed positive shift transmission. 3. Advance electrical switch system. 4. Instrument cluster set 
, in new control panel includes emergency flasher and accessory switch. 5. New 8000 rpm tachometer. 6. New locking gas cap. 7. Speedometer 
fitted with trip setting knob. 8. Technically advanced high output alternator and cover. 9. Newly designed brake and shift levers. - 10. Ball and 
socket gear shift linkage. 11. Rugged “easy up” center stand. 12. Large and sturdy redesigned sidestand. 13. Easy access, hinged luggage bags. 


14. Re-positioned footpegs. 
NEW! 


The 1000/SP 

The Ultimate 
Touring Motorcycle 
See it at your 
Local Dealer 


STANDARD EQUIPMENT 

Triple disc brakes with the patented integral brake system ° .Sidestand with 
automatic engine cut-off switch + Sturdy front and rear safety rails + Dual 
hydraulic brake fluid reservoir * Highly visible “fail safe” tail light has two 
bulbs ° 4-way emergency flasher for highway safety * Dual high decibel 
horns demand instant attention + Color coded electrical switches for easy 
maintenance ° Touring kit includes dual racks to hold luggage bags and 
larger more comfortable touring saddle + Sport air foils (for high speed 
stability) + Knee guards ° Electronic petcock + Anti-theft steering lock 
e Light-weight alloy rims with stainless steel spokes ° Fuel level indicator 
e Brake fluid level indicator ° Windshield not included 






Exclusively imported by an organization that offers over 40 years of motorcycle experience. 


Protection Agency’s lead removal sched- 
ule requires TEL use to be cut every few 
months, and the total in use is now down 
to some 25% of former levels. This is the 
reason why pump fuel seems so variable 
and downright poor these days; it is sub- 
ject to continuous change—to fight the 
octane loss from lead removal, the indus- 
try is adding more aromatics, such as 
toluene, and cutting down on-olefin per- 
centage. For the new, low-compression 
vehicles this may be fine, but for other 
uses, it is complicated. 

Two stroke engines which use oil in the 
fuel have the problem of octane loss from 
the oil itself. With older formulations of 
gasoline, this loss was minimal. With the 
new high-aromatic gasolines, there is 
more octane loss. Motorcycle, snow- 
mobile, and outboard users who are using 
high-compression are having troubles 
with detonation, and the trouble is as 
inconsistent as the fuel itself. 

Things have looked bad before, 
though. Denied chemical means of con- 
trolling detonation, the engineer has re- 
course to other techniques. Instead of 
prolonging the fuel’s delay period, he can 
try to shorten the combustion time. Deto- 
nation control now becomes a race be- 
tween the advancing flame front and the 
ripening conditions for detonation in the 
end gas. 

Flame speed is best increased by tur- 
bulence. It was long believed that tur- 
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bulence accelerated combustion. by 
distributing tiny flame nuclei widely 
through the cylinder, like spark plugs at 
large, but this is not so. It is enhanced 
heat transfer at the flame front that does 
the trick, as the flame advances in a 
coherent fashion. 

The great turbulence-inducer is squish, 
the great contribution of England’s Sir 
Harry Ricardo. if a portion of the piston 
closely approaches the cylinder head at 
TDC, the charge there will be rapidly 
squirted out as a jet which disturbs the 
rest of the charge. By varying the areas of 
close approach and their thickness, any 
desired degree of turbulence can be 
provided. Unfortunately combustion in 
the confined spaces of squish areas is 
incomplete, so the EPA frowns on them. 
We have to look elsewhere. 

The late Harry Weslake, pioneering 
flow researcher, found that if the intake 
port were offset from the cylinder cen- 
terline, a swirling motion was given to the 
charge which persisted through combus- 
tion, speeding it up. This one is just fine 
with the EPA, and has been a feature of a 
great many classic designs, including Ka- 
wasaki’s Z1. It is traditional and sensible 
to rotate the flow such that gas near hot 
exhaust valves burns first, and so cannot 
contribute to end gas troubles. 

Another type of charge motion with 
even more potential for fast-burn engines 
is toroidal rotation. An example of such 


motion would be that in a two-stroke 
engine with a circular squish area, but the 
motion is possible in squish-less engines 
as well. As the piston approaches the 
head, the charge in the squish area is 
forced radially inward along the piston 
crown. When it reaches the center, there 
is nowhere for it to go but up, so it forms a 
central upward jet, aimed right at the 
spark plug, and then splashes radially 
outwards again along the inside of the 
head. If a continuous arc is present 
across the plug gap, as it will be if the 
ignition system is one of the modern long- 
burn variety, this radial outflow of mixture 
from the spark plug will be a 360° sheet of 
flame. Pressure rise will be extremely 
rapid. 

In a four-valve four-stroke, a similar 
result is possible. The intake charge 
pours from the intake valves in an um- 
brella-like pattern that washes down the 
cylinder walls to the piston, then inwards 
to the center where an upward jet forms, 
again aimed right for the centrally located 
spark plug. With a sufficiently high intake 
velocity, such a flow pattern can yield 
rapid pressure rise. 

Rapid combustion has advantages 
other than detonation control. The closer 
to top center we can light the charge, the 
less negative work we have to do in 
compressing burning mixture to top cen- 
ter. Fast burn also reduces heat loss from 

(Continued on page 124) 
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LIMITS POWER ...... Continued from page 123 
conduction to the cylinder head. The ideal 
engine would therefore burn its charge 
instantly, but such a sudden pressure rise 
would have identical effects to detona- 
tion. All the same, the fast burn engines of 
the future will have to be strongly built to 
accept the rapid pressure rise. Jorg Mol- 
ler’s Minarelli 125 GP design, which fires 
at less than 10° BTDC, is built like a little 
diesel. 

Such fast-burn schemes are proliferat- 
ing, for they are seen as the potential 
savior of such traditional values as effi- 
ciency and knock-free operation in a 
world of low-octane fuels. 





I have several thousand dollars tied 
up in motorcycling and I want to 
protect that investment. The best 
protection I have found costs just $15 
a year... my membership in the 
American Motorcyclist Association. 

The AMA uses my annual dues to 
continue its work to protect 
motorcyclists from restrictive 
regulation on the local, state and 
federal levels. My $15 also provides 
me with a worthwhile membership 
package including monthly. copies of 
AMERICAN MOTORCYCLIST 


- How fast can fast be? Honda’s interest 
in this matter dates back to the classic 
1960s when they were winning GP races 
with engines of ever-higher RPM. Would a 
point ever be reached beyond which en- 
gine RPM would outrun flame speed, and 
increasing spark lead requirements wouid 
eat up power gains? Honda’s special 
25,000 RPM test motor showed that flame 
speed kept pace with RPM at least that 
far. It also showed that at such flame 
speeds of several hundred feet per sec- 
ond, octane requirement could fall very 
low. Only.30-octane fuel was needed for 
knock-free operation at the engine’s peak 
RPM! If such monumental flame speeds 


can be produced at lower RPM, they will 
be powerful weapons against knock. 

Another approach to reducing com- 
bustion time is to cut the distance the 
flame has to go. Reduced bore diameter 
conflicts with the need for moderate 
stroke length, but it is possible to reduce 
the effective flame travel by use of squish. 
Years ago, racing cars and motorcycles 
used multiple spark plugs for this reason, 
but in a time when the magneto did well to 
fire one plug, this fell into disfavor. There 
are indications that multiple ignition may 
be on its way back, at least in racing, for 
now the ignition technology is there. 

In racing, everything is necessarily 
close to the limit. If you don’t push your 


-| compression up until.the engine tinkles, 
| the next fellow. will, and he may beat you. 


<54] All the variables become fluid parts of one 


© | big problem. The fuel, the compression 
-| ratio, the spark lead, engine temperature, 
»| length of straightaway, RPM range, all 

these and more are asking for your atten- 


h 4] tion. The tuner constantly scans the 





magazine, theft protection on my 
bike, Tour Guide, accidental death 
and dismemberment coverage and a 
lot more. 

Do what I do. Protect your 
investment and receive valuable 
membership benefits at the same time: 
You can join today simply by writing 
to “Protection” % AMA, PO Box 
141, Westerville, OH 43081, or-call 
the toll-free AMA Membership 
Hotline at 800-848-8890. Protect your 
investment in motorcycling . . . join 
the AMA! 


Join before February 1, 1979, and receive full AMA membership for- only $12! 
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plugs, looking intently for those tiny, tiny 


The tuner needs all the help he can get, 
and this is why most top racers are now 
using one of the many good racing gas- 
olines, which are not mysterious super- 
fuels which somehow burn hotter, faster, 
or better, but just good, reliable high- 
octane fuels that don’t go up and down in 
quality every time the EPA issues another 
directive. Racing gasoline takes out one 
of the many variables facing the racer, 
and that is a gain. 

TEL requires Federal license, but there 
are other additives to boost fuel octane. 
Many of them are aromatics like toluene 
or benzene. Whatever their chemical na- 
ture, they must be added to something, 
and when that something is bought at a 
gas station, you still have a big variable in 
the tuning equation. 

Aviation gas can work well, but the 
numerous grades are confusing. The 
lowest is suitable for chugging through 
the skies in J3 Cubs, and might be no 
better than what you are using now. The 
highest, 115/145, is a military fuel from 
the last days of the big piston engines, 
and hard to get. The intermediate grades 
are fine fuels, but there is trouble in mixing 
with castor-based oils. Blending~with 
motor gasoline usually fixes this, but the 
resulting octane will be determined in 
your motor! 

The needs of racers and street riders 


.| are diverging rapidly, but detonation still 


pursues them both. There are always far 
more good questions than good answers, 
and detonation is a continuing mystery 
despite all that has been discovered. The 
chances are good that if you operate a 
gasoline engine for any reason, you will 
have at least a nodding acquaintance with 
detonation. If you are a racer, it will be- 


come a meaningful relationship. © 
CYCLE 


pieces of aluminum that signify that light. 
f7 | detonation is eating on the pistons, head, 
4| cylinder. Less lead? Or less compression? 
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B-STUFFER BAG — 10” diameter, 
RAIN-PROOF 17” long. Holds two helmets 
CYCLE LUGGAGE and clothing. Travels securely. 
Three-snap flap: Heavy duty 
slings. Red, Blue, Black $11.49 


THROAT COAT Fits 
all helmets. Keep 
warm this winter; 
eliminate wind- 
burn and dust. 
Outside layer of 
water repellent 
nylon, inner layer 
of polyester fill 
and foam. Soft 
nylon taffeta 
inside layer. 
Elastic bands & 
Velcor tabs for 


ACCESSORIES for HONDA, 
YAMAHA, KAWASAKI, 


SUZUKI and others 


CHROME OIL PRESSURE GAUGE 

Withstands vibration and tough usage. All chrome 
casing & mounting hardware. 14/2” gauge dial, 
replaceable dial facing, no-vibration needle. 





C-SUPER STUFFER— 21” long, 
12” diameter. All features, plus 
“piggy back” pouch. A 
Red, Blue, Black $15.49 

















D-TANK BAG Straps to 
gas tank; 12”x10""x6” 
Topside map pocket and 





Wahane aay o tonm personal effects pouch. 
Black $10.95 ù For Honda Heavy-duty sling for take- 
Silver $12.95 y peL 1000 es along convenience. 





* Red, Blue, Black $16.49 
COMPLETE SET All three bags in 


matching colors. 
Red, Blue, Black. $40.00 


750K/F 
aN 350F/400F/ $16.50 
550 


COLD WEATHER GLOVES 
All leather, deep pile 
lining, ridged 

palms, padded knuckles. 
All leather gauntlets, 
adjustable wrist strap. 
Black only. Sizes XS, S, 
M,L,XL. $19.49 pr. 





4 KZ900/1000 $13.25 MOTOCROSS GLOVES Simulated leather de 
|$ K2650 $16.95. _-- sin black: 4 sizes SML,XL. à . CYCLE COVERS Form fitted, 
|, KZ400 $14.55 Pr. $4.95 2 pr. $8.49 j ie i ; protects against all weather. 
3 { Heavy gauge, cloth 

‘DRAFT EXCLUDER z F: i ‘a backed. Resists muffler 
Fits all helmets. Stops - sy heat. Contoured to 
helmet lift, protects against | 4 < all accessories. 
drafts, dirt, grit, etc. : ; With tie straps. 
Velcro strip for quick, easy Bike shown includes 
on-off. $7.95 « EN R sissy bar & pad, 
f windshield & fairing, 

3 luggage rack and 

saddle bags. 



















$13.25 









Moped Cover $24.95 


#958 For 360cc & smalle; $27.95 
#961 For 750cc & smaller y 95 
#962 w/Sissy Bar 8.95 
#964 w/Wndshld 6. 95 
#966 Sissy Bar & Wndshid ati 95 
#970 For 1000cc $30.95 
#972 w/Sissy Bar 33} 95 
#974 w/Wndshid 1.95 
#976, Sissy Bar & Wndshld 35: 95 







si : “No. 1 PATCH” 
COOL WEATHER GAUNTLETS 7 For SUZUKI, HONDA, 

Soft cowhide gloves, foam YAMAHA, KAWASAKI, 

lining for warmth & comfort. HARLEY. 

Insulated vinyl gauntlets, Brilliant Red, White 
FUEL GAUGE Fits all Honda flip | adjustable wrist strap. Black & Blue embroidered. 
cap models, all years. Mounts w/maroon & white strioe. Sizes 4” high. Iron-on 
easily with Honda recall locks. XS, S, M, L, XL $19.49 pr. or sew-on. Specify 
NEW GAS CAP LOCK For all Also Yamaha '75's (road) and pamennoxee 
Honda flip cap models, all | Kawasaki '75's (road). Easily $1.50 


us gel Stes i installed ... $14.95 
SISSY BAR CARRY-ALL LUGGAGE Fits all bars. | Yaei wavge tonda only) SS 0S $ 


on-off in a jiffy. Double lined, heavy duty | Heavy duty. 2 keys. Easy to 
vinyl, full zipper enclosure. Waterproof. 2- install. $9.95 y y 
strep carry-handle, use as hand luggage. 
22” high. standard — Black only $19.95 

DeLuxe heavy duty —’ Black or Brown $29.95 




















































MINEOLA CRUISE CONTROL Effortless 
throttle control. Eliminates fatigue, wrist 
pains. Quick, easy on-off installation. 
Fits all cycles. $2.49 






























NEW CYCLE SPAT 
protects against 
abrasions, Scuffing, 
indenting. One size 
fits all. Genuine 
leather, elastic 
straps. Extra strap 
included. Black or 
Brown $3.98 





EAGLE PATCH for 
SILVER WING PATCH i ! F ÌHONDA, YAMAHA, HARLEY, 
For YAMAHA, HONDA, SUZUKI, À KAWASAKI, SUZUKI 
KAWASAKI, HARLEY. s . ż Finely detailed 7-color 
11” wide embroidered patch. Silver wings, embroidered patch. 
black and gold insignia. Iron-on or sew-on. 4 Bronze wings, brown 
Specify name. No. 30 $3.50 body, silver head & legs, 
yellow talons & beak. 
: iron-on or sew-on. 
4 sizes. Specify name. 
é f $ Monster 10” x 13⁄2” 
“RANGO” SADDLE BAGS For on or off bike. Double duty $ x \ No. 103 $13.95 
bags fit under seat, over seat, over shoulder. Heavy j s Giant 8” x 10” 
duty Naugahyde with chrome plated hardware, heavy 7 No. 77 $8.95 
“rivet reinforced. Tie down strap assures snug fit. m Regular 312" x 5” 
Each bag 12” wide, 11” high, 4%” deep. Great ` ; f No. 81 $3.49 
innovation for free & easy travel. Set ot two Mini 242” x 344” Í 
Standard — Black only $19.95 = No. 90 j $1.95 
Heavy duty (Reinforced), = Black or Brown -$24.99 CRUISE E-Z-Z-Z - - 


S CUSTOM CHROME Cruise all day. Dial in a constant 
GAUGE COVERS throttle speed, or just enough to 
Sturdy, gleam- overcome hand & arm fatigue. 

ing chrome rims Easy throttle shutoff. Thumb 

dress up and control lever easily engages or 

4 disengages. Install in minutes — 
no special tools. For Honda, 
Yamaha, Suzuki, Kawasaki, BMW, 
Triumph. x 

























HELMET SPEAKERS Weatherproof remote 
speaker mounts on rear of any helmet, Fits 
earphone jack of transistor radio. 238” x 11⁄8” 
Includes cable connectors $9.95 


Optional 2-helmet attachment $4.95 

































Quick release that 
works like a miniature 
seat belt. Polished 
metal. Replaces “D” 
rings. $2.98 


CHILTON’S REPAIR 
j & TUNE-UP GUIDES 

4 For the “Do-it-Yourselfer” 
| Tune up procedures, 
adjustments. 












CA A must for proper 
servicing of your bike. 























































KAWASAKI 
Z1/1000 ‘73-78 $7.95 
Triples "69-75 $6.95 
Singles "69-75 $6.95 
GL1000* "75-77 $7.95 KZ650 77-78 $7.95 
350-550 Fours 7178 $695 cnrs 
. ours - e 2 
450/5007 CLR LA RUE SE 
350/360T 16876 $7.95 4 strokes $6.95 
XL Series | $6.95 SUZUKI : 
E-Z LOW BOY TWO way INTERCOM Talk while touring. Clear, effortless conversation at 125/200 twins 69-76 ee Triples '72-'74 ee 
5 normal tones. No more shouting, pounding or hand signals. All plastic, il "68." f Singles & Twin '70-'74 j 
E-Z DOUBLE SADDLE non-electric, no maintenance. Adjusts to all helmets, easy to disconnect. Honda Singles 67343833 GS750 77°78 $7.95 
$69.95 complete each HAS panes (eee. Dee em acoustical tubing, weighs only 2 oz. *Other name brand manuals will be supplied. 
"= > . re al . A i i i 
HN con r in cistom seats. Use your onga seat base. AM/FM portable radio attachment $3.98 cue gvallability oF stock prevents immediate shipment, 
install pre-formed foam and cover-yourself. Fits like stock. Half-hour et ee eee ee ee ee ee ee es CR 
installation complete with directions. No giueing, no cutting, no special tools 
needed. Available in Double Saddle or Low Boy. Black only. For Honda GL1000, CBX NOW PHONE YOUR ORDER TWO WHEEL HONDA of 336 JERICHO TURNPIKE — 
(B750K/F/A, CB550K, 400 Hawk, CX500; Kawasaki KZ900/1000, KZ650; Yamaha TOLL FREE FROM ALL ACCESSORIES MINEOL MINEOLA, N.Y. 11501 
X$1100, 750-2D/E/SE, 650 '76 & later; Suzuki GS1000, GS750/550, GT750/550 SAITES | OLA (516) 248-5775 2 
EE ed 
MONARCH SEAT 800-645-6066 NAME = ——— y | 
— ———— except N.Y., Hawaii aska oO 
We ship Worldwide All-steel bases New custom seat of top grade | ADDRESS — ss Re. 
Naugahyde. Contoured stylin; - a aaa ae 
used exclusively Beautiful button tuft ENE Uses or call 516-248-5775 CITY — -STATE 5 | 
. cuil seat mounting hardware. ye | ee = | 
asy to install. For Honda CB550K $4 i 2 Bs £ 
*77-'78 CB750K/F '73-'78; Kawasaki NEW 1979 CATALOG Year — -— Model = Serial = ________ —- 22 iB |e 
400,650,750,900 1000 all years; |($1.50 by Air Mail anywhere in the Id.) IS S 
Yamaha 750,650, '74 & later; | LEE | QUAN size {coLon(ist & 2nd jz |S 
Suzuki GS750 '77-'78 FREE HONOA- YAMAHA «0g choices) PE dre 
ai $66.95 | withan P” KAWASARI-SUZURI “PF E 2 2 
orders o> 240 PEAME re g E 5 
over $5 a ECTS) | = pE = 
u = d = he 5 
= t E 
| se ao Se 
th. sic aie 
| NY State residents add 7° sales tax Add 6% Shipping cos | a= 
: À <n 
é x (Minimum $1) zo we 
£ | J Special Handling & Ohy Si50 additional (optionar) TOTAL : | 
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_HIGH 

PERFORMANCE 

_ ELECTRONIC 
_IGNITIONS 


. MARTEK 1000 
You've put a lot of money into your 
_ bike, now get the best out of it with a 


computer-age high performance. 


electronic ignition. The Martek 
1000 solid state electronic ignitions. 
for the Honda Gold Wing (1000H), 
1970 & up Harley-Davidsons (1000H- 
- D), BMWs (1000BMW) and the 
Yamaha 650 twin (1000YT), RD350 
~ & RD400 (1000Y) will give your road 
bike that high performance you’ve 
wanted for so long. You will get 
more spark energy for quicker starts, 
longer plug life, reduced mainte- 
nance costs, fewer tune-up hassles 
and increased dependability! Using 
the performance-proven “Hall Effect” 
magnetic sensor for firing, the 
Martek 1000 completely eliminates 
points and timing is extraordinarily 
precise—delivering full punch from 
every fuel charge. Go for it! (1000H-D, 
1000BMW, 1000Y, 1000YT-—$109.95: 
1000H—$98.95) : 
Martek high performance electronic 
ignitions for multi’s are designed for 
your standard coils and carry a three 
year, no hassle factory guarantee. 
Send 50¢ for our 1979 catalog and 
decal. 


martek Products, Inc. 
; 3609 W. MacArthur Blvd. 


Santa Ana, CA 92704 — (714) 751-7901 





PIPELINE .................. Continued from page 14 
on the front and gain extra ground clear- 
ance side to side. Its 140 horsepower, 
according to information from Honda-Brit- 
ain, was up ten on a standard RCB. 

Another contender in the big horse- 
power league was a Laverda. This exotic 
V-6 was making its racing debut 10 
months after its first showing. According 
to the factory, the 995 makes 138 horse- 
power, but no Ricard observer thought 
the V-6 looked super-powerful. The bike 
obviously weighed so much that acceler- 
ation from corners really suffered, making 
mockery of the “estimated 385-pound 
dry” figure bandied around not so very 
long ago. In reality, the tanked-up and 
race-prepared Bol d’Or challenger was 
heavy enough that the riders were worn 
out quickly. To compound the weight 
misdemeanor, the frontal area had grown 
from the slim-line, closely-cladded pro- 
totype. The huge gas tank jacked the 
fairing out at knee level, while lower down 
the extra width provided room for larger 
apertures to feed the radiators. 

Judging by the giant swing arm, La- 
verda had experienced a handling prob- 
lem, most likely traced to the pitching 
movement generated by the shaftdrive 
under braking and acceleration forces. 
To isolate the drive from the suspension, a 


.| girder-bridge style swing arm stretched 


forward to a pivot point nearly halfway 
along the engine. And the bike seemed 
steady enough, if not fast enough. 

Ironically, a failed driveshaft coupling 
put the Laverda on the eight-hour DNF list 
after it had lurked none too impressively 
among the mid-fielders. One failure, how- 
ever, doesn't spell disaster for Laverda’s 
men who now promise a six slimmed to a 
competitive weight for the big endurance 
attack in 1979. 

If weight reduction proves to be La- 
verda’s saving grace and if a factory- 
backed Suzuki effort emerges, the com- 
bined forces of opposition could put 
Honda’s faithful RCB-4 on the ropes. With- 
out question the 24-hour machine has 
served Honda—and the sport—extremely 
well for three years. It has stirred old timers 
to mutter approvingly about racing improv- 
ing the breed. The Comstar wheel, for 
instance, was first exposed to public view 
on RCB racers. Moreover, endurance is 
said to have engendered the CB900-FZ, a 
16-valve super-sports four made specifi- 
cally for the European market. 

Honda does nothing without good rea- 
son. In the endurance case, the motives 
have been to win—naturally—and to track 
test pre-production components. So be 
certain that when endurance winners are 
counted at the twenty-fourth hour, Honda 
will be there with or without new ma- 
chines. Well, on second thought, be 
doubtful about Honda’s next move be- 
cause no one knows Honda. Honda just 
might decide enough is enough and pull 
out of endurance racing entirely. 

—Jim Greening 





PLANNING TO 


MOVE? 


Let us know 8 weeks in advance so that you 
won't miss a single issue of CYCLE. 
Attach old label where indicated and print new 
address in space provided. Also include your 
mailing label whenever you write concerning 
your subscription. It helps us serve you 
promptly. 

Write to: RO. Box 2776, Boulder, CO 80322, 

giving the following information: 

C Change address only O Extend my subscription 


ENTER NEW SUBSCRIPTION 


C1 year $11.98 O Payment enclosed 
Allow 30-60 days for (1 extra BONUS issue) 





delivery. g Bill me later 


NEW ADDRESS HERE 0941 


Name 


Address 
City. 
State Zip. 

Additional postage on foreign orders: add $3 a year for Canada, $5 a 


year for all other countries outside the U.S. and its possessions. Cash 
only on foreign orders, payable in U.S. currency. 


OLD LABEL 
ae 
| If you have no label handy, print OLD address here. 


| Name please print 


D Address 


please print 
Apt. 

















| City 








MOTORCYCLE MECHANIC 


AMS “THE CALIFORNIA SCHOOL OF 
THE PROFESSIONALS” 


AMERICAN MOTORCYCLE SCHOOLS, INC. É 


GO WITH THE WINNERS ! 


If you’re serious about becoming a top-notch 
motorcycle mechanic you'll want the best possible 
training available. You can’t afford second best 
and neither can we. If you think you have what it 


takes to become a frofececonat... 
Call Toll Free 1-800-423-4678 


Calif. Residents Call Collect (213) 944-0123 


OR MAIL COUPON 
O RESIDENCE SCHOOL O HOME STUDY 


AMERICAN MOTORCYCLE SCHOOLS 
10025 Shoemaker Ave. ° Santa Fe Spgs, Ca 90670 


AGE. 


Street City State Zip 
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YET SIMPLE TO USE 


PATENTED. MOTION SENSOR 
OPERATES RELIABLY IN VIRTUALLY ANY BIKE POSITION 
NEVER NEEDS ADJUSTMENT 


INSTALLS IN. MINUTES= ONLY 4 WIRES TO CONNECT 





AUTOMATICALEY ACTIVATES 
THROUGH BIKES IGNITION SYSTEM 


M NO EXTRA KEYS 
Q OR SWITCHES REQUIRED 


4OUNTS UNDER SEAT OR TANK 


NEVER EDS ADJUSTMENT 
"OE FITS ALL MAKES 


‘D: STATE ELECTRONICS fier SX z Roy DE aa ronge 
ag : Ce ronan 


ONE YEAR WARRANTY 


@ LOUD PULSATING HORN 
IF MOTORCYCLE MOVED 





MOTORCYCLE ALARM 


ROT RES Samu: (EY OR TEE Se 





ONE YEAR WARRANTY 














Send check or money order to: AFM International 


Include $3.00 shipping & handling charges 





735 W. Duarte, Suite 304. Arcadia, Ca. 91006 ` (213)445-6558 








phone orders & COD’ accepted 






Galif residents please include 67 sales tax Allow 4 weeks for delivery 





DEALER-DISTRIBUTOR INQUIRIES WELCOME 








Specially curved and lengthened 
_ finger pattern provides easier 
gripping, reduces pressure and pull. : L 
5 
> 


WINTER GLOVES 
$25.95 plus $2 shipping, 
Specify size, Black or 
Brown and No. 4970. 


Reinforced palm has 
extra layer of leather 
to absorb vibration 


Extra Small to Extra Large à 
and wear. 


sizes to fit all riders. 


Elastic band around 
wrist helps keep 
wind and cold out, 
assures snug fit. 


Size of gauntlet is 
just right to allow snug 
fit with jacket. 


Tops, outside edges and thumbs 
lined with warm, sherpa-like fleece. 
Bottoms are lined with warm, 
ultra-sensitive polyfoam. 


he chill i 
The chill is gone. 
When it’s too chilly for comfort, you need 
Bates Winter Gloves. They’re made for 
warmth yet help you retain the feel of your BATES 
bike’s controls. The entire gripping area is ® 
lined with easy-flexing, warm nylon-covered 
polyfoam to reduce bulkiness. A must for the “quality people” 
all street and touring riders! 

Accessory House, Inc. 


Send $2 for Bates 54-page full-color catalog. 56 ‘Box 1770-CK 
All gloves available in XS, S, M, L, and XL sizes. Long Beach, California 90801 

















MOTOCROSS 
GLOVES 
Shock-absorbent 
padding protects back 
of hand and fingers; 
extra leather in palm 
and thumb prevents 
blisters. $21.95 plus 
$2 shipping. Specify 
No. 4950 and size. 


SUMMER 

TOURING GLOVES 
Stretch fit for sensitive 
touch on controls. 
Easy-on, easy-off 
elastic wrist closure. 
Weight less than 1 oz. 
$21.95 plus $2 for 
shipping. Specify No. 
4920 and size. 


pz 


STREET AND 
TOURING GLOVES 
Comfort that must be 
experienced to be 
believed. Choice of: 
Unlined, No. 4910, 
$14.95; or Lined, No. 
4915, $17.95. Send 
number, size, add $2 


ROAD RACING 
GLOVES 

The ultimate—weigh 
less than 1 oz. Stretch 
fit for sensitive touch 
on controls. Extra 
leather on heel of 
hand. $24.95 plus $2 
shipping. Specify No. 
4960 and size. 
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kind of low-friction release mechanism 
into the cover, the clutch springs are 
extremely light, and just one middling- 
strong finger can supply enough pressure 
to pull the lever right back against the 
handlebar grip. Best of all (especially for 
inexperienced riders), the clutch engages 
ever so gently, with a broad range of lever 
movement from first contact to full grip. It 
is a world easier to cope with than some of 
the toggle-switch clutches some motor- 
cycles still have. 

After all the complaining we’ve done 
about the poor quality and limp perfor- 
mance of motorcycle ignition systems 
(with justification provided by some test- 
ing a couple of years ago) it’s only fair that 
we keep the reader apprised of progress 
being made. Here, the CB650 definitely 
does represent progress. We haven't 
done any instrumented testing of the new 
Honda’s ignition system and can’t tell you 
what it delivers in volts, but it clearly does 
test well where the score counts. Our 
CB650 always started without hesitation 
in the morning’s dampness and chill, ran 
without a trace of plug fouling in traffic 
even when its rider’s brain was still asleep 
and the choke left on, and it didn’t need 
fresh plugs to run cleanly when it finally 
reached the drag strip. There is reason to 
suppose the bike’s no-fuss behavior will 
continue for many weeks and miles after it 
leaves our hands. Magnetic switching 
controls the current to the coils, and won’t 
need the periodic attention demanded by 
mechanical breaker points. The coils 
themselves are so much larger than those 
fitted in years past that we are encour- 
aged to believe the system will have 
enough zap to keep firing after the plugs 
have lost their freshness. 

Honda’s engineers have shown plenty 
of faith in the CB650’s ignition system. 
The bike doesn’t have a kick-start lever, or 
any provision for one, and draws current 
from the same 12 amp-hour battery as the 
CB550. It does have a new alternator with 
more output, but that’s provided to handle 
the higher power demands of a halogen- 
type headlight (which is to be optional; the 
standard headlight has a conventional 
tungsten filament). ; 

The most interesting things they’v 
done with the alternator have to do w’ 
rideability rather than electrical ov’ 
The alternator rotor now carries t 
coils and a small flywheel, both o 
add their mite to the crank’s rotati 
tia and make the CB650 a little | 
pish than the old CB550. The ne 
gains and loses revs fairly a 
cause there still isn’t enou 
anywhere to prevent that; b 

The other thing they've 
alternator is to fit it tightly st the end 
of the crankcase. It’s a fi close that the 
rotor would have to be Pemoved to sepa- 
rate the upper and lower case halves, and 
it says Honda has been listening to com- 
ments about cornering clearance. Sure, 
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anybody who goes rushing around cor- 
ners fast enough to stick a bike’s alterna- 
tor cover into the pavement is pressing his 
luck and may even deserve to land on his 
ear. But we're incorrigible luck-pressers, 
have already made enough one-ear land- 
ings to learn better if we were going to 
learn at all, and deeply appreciate 
Honda’s efforts to keep us out of trouble. 
You can work the CB650 right out to the 
squirming stage of tire adhesion without 
banging bits of hardware on the road, but 
it can’t be said that the bike encourages 
such lurid behavior. Neither, for that mat- 














ter, does it do anything to actively dis- 
courage excessively brisk cornering. It’s 
steady in corners, but not especially 
solid—and we do not intend this as a 
contradiction in terms. What we mean is, 
the CB650 will arc around turns as steady 
as its rider; it doesn’t have the solid sta- 
bility that compensates for a little un- 
steadiness at the controls. If you twitch, it 
twitches . . . and does a bit of amplifying 


just to let you know you should change 
your ways. Honda’s CX500 also will match 
its rider twitch for twitch, but it doesn’t add 
any amplitude on its own. We think the 


CB650 does because its steering geome- 
try is biased for light handling at moderate 
speeds. It is very light and maneuverable 
in town; if we didn’t ride immoderately, 
we'd probably think it was perfect. 

Well, almost perfect. We can’t find fault 
with the way the CB650 steers in traffic 
and around parking lots and street cor- 
ners. Its problem is that there’s a hesita- 
tion in the off-idle throttle response and a 
touch of slack in the drive. At least the 
hesitation was there in our test bike, 
though correctable and of a sort that was 
so marginal it might not exist in other 
CB650s. As nearly as we could tell it was a 
lean condition, very faint and subject to 
improvement every time the atmosphere 
thinned for any reason. The hesitation 
almost disappeared when we rode the 
bike up into the mountains, and grew 
worse in the cool, dense air along the 
coast. If the bike had been ours we’d have 
adjusted the accelerator pump leverage 
to get a squirt of fuel into the carburetors 
with the first touch of throttle, and that 
probably would have eliminated the prob- 
lem. We didn’t make the adjustment be- 
cause the CB650 belonged to Honda, and 
because the hesitation simply wasn’t bad 
enough to call for immediate correction. 
Besides, the CB650 was misering along at 
a fuel consumption rate of 45 miles per 
gallon, which was such a pleasant novelty 
for us that the thought of trading mileage 

(Continued on page 130) 


MAKE MONEY FIXING JUST ONE MOTORCYCLE” 


No Previous Experience Needed! 


















If you like to ride a cycle 
for fun ... learn how to fix 
it for profit! Can you imagine 
a better way to earn your 
living whether you choose to 
work in a cycle shop for someone 
else or decide to start your own f? 
cycle repair business? 
Now, thanks to North American; 
there’s a fast, easy way to get train- 
ing at home in your spare time. 
No need to quit school or your job. 
Experts show you step-by-step 
everything from minor tune-ups 
- to major overhauls. 


CYCLES ARE BIG BUSINESS 


y 


… AND SO IS FIXING THEM! 





TRAIN AT HOME IN 
SPARE TIME 





Motorcycle 
Mechanic... 


EXPERTS SHOW YOU WHAT, TO DO, HOW TO DO IT 


According to a survey made by a leading publication, motor- 
“cycle mechanics average over $800.00 a month. And if you work 
for yourself and charge typical prices, you might make even more. 
How much you can charge for any job 
will depend upon the competition in 
your area and the quality of your work. 
And, of course, how quickly you do the 
job also determines how much money 
you will make. But it’s not the money 
alone — just think of the satisfaction in 
knowing you've got the best 
performing bike in town. 


SEND FOR FREE INFORMATION 






Accredited 


More than 5 million cycles are registered 


a 
a 
f k aad PI Member, 
in the U.S. today. Plus an estimated million E y 
D 
É g 


National Home 
Study Council 


Get all the facts now . . . without 
obligation. Be among the first in your 
neighborhood to cash in on profits in 


motorcycle repair. Mail Coupon Now! 


ee ee ee ee ee CU 
Careers by Home Study 


E NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR 
E 4500 Campus Dr., Dept. EAOC8 Newport Beach CA 92663 #4 


| Rush free color Durs and full information on how | can 
gern motorcycle repair for only a few dollars a month. 


more dirt bikes. And they all need maintenance. 
Opportunities vary in different areas, and we 
cannot promise you a job. Buta survey shows 
that 70.6% of our graduates seeking work, 


"Oum jobs. Special Cycle Tools and Test Instru- 
ments included to start you fast! 


Professional tools plus your North 
American “know-how” help you become 
a skilled mechanic. We include 
{ $ o wrenches, sockets, gauges, test instru- 
> TON ments and more to get you started fast! 

ours to use during training... yours 
to keep in your action-packed career as i NAME AGE —<] 
a motorcycle mechanic. F DRESS E 


AD 
NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR E aay AE zip a 


4500 Campus Dr., Dept. EAOC8 Newport Beach CA 92663 i= == mu mu mm ee mel 129 
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‘Chrome S & W shocks and 











Jou can ved 
deep sea diver 





_adventure/high income 
world travel/challenge 
The Ocean Corporation 


Commercial Diver Training Division 
5709 Glenmont, Dept. C (713) 661-0033 Houston, Texas 77081. Call collect, 
or after business hours, call our toll-free, 24 hours 7 days a week number— 
1/800/327-0173 ex. 570 (in Florida call 1/800/432-0151 ex. 570). 
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Is Nothing 
sacred! 


Chrome S &W’s? 


Black paint is unpretentious and functional. And 
its been our color for 10 years. We've always 
believed in performance rather than flash. 

We still do. 


The finest 


hard, shiny Am- 

erican chrome is 

now available on 

some S & W Standard, 

Freon gas, and Mark Il 

Air Adjustable models. Our 

springs not only get the same 

quality chrome treatment, they're 

also buffed to thè same show 
quality lustre. 


But, who says you can't chrome a 
high performance shock? 


springs. For bikes that 
handle as good as 
they look. £ 


Chrome S&W shocks and springs are avail- 

able for most popular road bikes. Springs and 

shocks are sold separately, so you can buy 

chrome shocks with eitherchrome or black springs. 

If looks are as important to you as performance, see 

your dealer now to see if he can put together a set of 
Chrome S & W's for your bike. 


ENGINEERED PRODUCTS 
2617 W. Woodland Drive e Anaheim, CA 92801 
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for throttle response didn’t appeal. 
Cycle’s test riders tend to find reasonable 
rates of travel tedious, and run through 
tanks of gasoline like they thought the 
Arabs weren’t charging for the stuff. 
Both the hesitation and the fuel econ- 
omy clearly were the result of carburetion 
set to deliver mixtures at air/fuel ratios 
about like you’d use in making a very dry 
martini. Honda has always given its road- 
going motorcycles pinhole jetting and 
reputations for being “cold blooded,” but 
the new CB650 makes all the others look 
like fuel gluttons. Its four carburetors work 
ultra-close to the lean limit, and the en- 
gine needs about five miles of warm-up 
running on the mildest of mornings before 
relinquishing its reliance on the choke. 
There’s not the least difficulty getting the 
engine started—it fires at a touch of the 
button every time—but it demands full 
choke for several minutes after and isn’t 
willing to run without some assistance 
from the choke until thoroughly warm. 
One especially intriguing thought that 
came to us while testing the CB650 was 
how much, under its many-hued paint and 
flashing chrome, it resembled the “Gen- 
tleman’s Express” Honda special Cycle’s 
Art Director built. The Gent’s Express 
began life as a CB500, then shed some 
weight, got a Yoshimura cam, and even- 
tually was fitted with a set of CB750 
pistons. Its displacement wasn’t greatly 
increased (592cc), but it proved to be a 
rocket. And it demonstrated that perfor- . 
mance could be had as easily by trimming 
size and weight as by adding more en- 
gine. Maybe that’s what we are seeing in 
the CB650, which delivers Superbike per- 
formance without the kind of engine dis- 
placement that makes government agen- 
cies and insurance companies nervous. 
It’s an interesting thought, stimulated by 
an interesting motorcycle. Honda has 
made the CB650 a “flash” bike of sorts, 
with slathers of the surface glitter we have 
come to associate with empty interiors. 
How sweet it is to discover beneath all the 
Omar of Oxnard styling the solid muscula- 
ture of a new middleweight champion. © 










































































































































































































































| Precision 


When it comes to Bette 
all-around performance, noboay 
out-performs Suzuki. av See es : 
Case in point: The GS-750. —— = > lk 
Growing Legend. Introduced — are 
ascant three years ago, this bike 
has become the standard by ` 
which other 750s are often com- 
pared. Not surprising. Because 
i this powerful, agile and beau- 
À tifully balanced machine 
-excels in all phases of 
performance. Truly, itis a 
precision instrument. 
How Legends Are Made. . 
Its quickness comes from 
Suzuki's proven 4-stroke 
DOHC powerplant. Its 
; agility is the res, t aight 
but rigid chassis plus out- 
standing actio from front 
forkst6 rear shoc 








nr name ttm > Jde 












perf rmance tires, digital Cea 
indicator and an electric outlet 
for accessories. 

Best of all, it's built with Suzuki's 
legendary craftsmanship. So you 
know it'll puton a long-ry g 
performance. 

Now you know why the a 
f GS-750 is one of the world's 
great performers. 
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Suzuki. The performer. 


® NZ 
Ride safely: wear a helmet, eye protection and appropriate riding apparel. Member Motorcycle Safety ee ee E 








A quick course in 
modern rocket technology. 


The new Honda CR250R. 


Let's start with recent history. 
Last year, Honda’s fabulous 
new CR250R motocrosser 
was hailed as the hottest 
thing going on American 
motocross tracks. 

This year, the fiery new 1979 
CR250R has been improved 
with numerous changes that 
have helped make it faster 
and stronger. Yet it still weighs 
a light 216 Ibs. dry! 


More Power. Take a close 
look at the engine. Works 
bike technology has given 





i 4 Parva eo 

this red rocket new porting. 
The all-new GP Reed Valve™ 
features a special grid 

pattern that lets them open 
sooner and wider for a broader 
powerband. This sizzling new 
combination helps the 1979 
CR250R deliver 37* fire- 

a breathing horse- 
power @ 7500 rpm! 
With this extra boost 
in your roost, blazing 
holeshots and 
checkered flags can 
be even easier. 


Exclusive, Honda-designed 
claw-actlon motocross tires. 








New 1979 cylinder porting. 


Better Suspension. 

Next, study the frame, box- 
section swingarm and 
handlebars. Chrome-moly 
steel. High rigidity, low weight. 
The ideal setup for the pound- 
ing tortures of motocross. 

And the super-long-travel 
suspension (11.8 inches front, 
11.0 inches rear) sports new 
damping and spring rates. 

The long-legged CR250R 
floats over 
bumps and 
potholes. 
The competition 
could learn 
a thing or 
two here. 


Always wear a helmet and eye protection. 
Model availability may be limited. CR’s are designed for 


motocross use only and are sold “as is” without 


warranty. For free brochure, write American Honda 


Motor Co. Inc., Dept. C19CR, Box 50, Gardena, 


California 90247. See Yellow Pages for nearest Honda 


dealer. © 1979 AHM. 


Breakthrough Tire Design. 
Finally, check out the tires. 
Knobbies have been the staple 


of motocross traction for decades. 


Everyone uses them. Everyone 
but Honda. The new 1979 
CR250R one-ups knobbies with 
Honda-designed exclusive new 
claw-action moto- 
cross tires that not 
only penetrate soft dirt, but 
actually grip it to increase trac- 
tion. And only Honda has them. 
To complete your course 
on motocross rocketry, 
see the new 1979 
Honda CR250R at 
your Honda dealer, 
today. Then go ; 
out and teach 
the other guys 
a lesson. 


*SAE net 
taken at 
the eaea, 
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BIKE 
BOOTS 


Specially designed for today’s pleasure bike rider: 
crafted by FRYE exclusively for Crawford House. 
NOT SOLD IN STORES. 


@ Full 14” height; roomy square toe 

@ Harness strap with solid brass 
hardware 

@ Full leather lining and pull straps 

© Scuff-resistant leather toe cap 

ə Special reinforced steel shank 
under arch 

@ Deep-cleated VIBRAM® lug 
soles and heels 

@ Your choice of black, or hand- 
stained brown cowhide with black 
toe cap 

@ Sizes 6 thru 14; widths B, D, E, EE 


$79.50 per pair plus 
$3.00 shipping. 
Satisfaction Guaranteed 


CRAWFORD HOUSE, INC. 
Dept HE P.0. Box 468 Brockton, Mass 02403 
BRU DEN ER EN SE 
her send pairs of FRYE Bike Boots. 


Size, Width Color 


I enclose $ O Check O Money Order 
Or, charge my O BankAmericard O Master Charge 








| Bank No.: Exp 
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| Name | 
Address 


City, State, Zip 


SATISFACTION- GUARANTEED 

















THE FINEST MOTORCYCLE CLOTHING 
IN THE WORLD The finest custom 


made leathers for the 
pleasure or sport rider. 


Factory direct only. 
Catalog available. 


Send $1.00 for NEW CATALOG 
(Refund on first order) 


2443 S.E. DIVISION, PORTLAND, ORE.97202 


Men! Women! Get Your 
HIGH SCHOOL DIPLOMA FAST 


Learn at Home in Spare Time 


Your High School Diploma can open new doors for 

you in business and social life. No need to attend 

classes or quit your job. Easy home-study course 

takes as little as 60 days for each year you need because you cel full 
credit for previous high school, military, work experience and G.E.D. 
if you have it. All information mailed in plain envelope. No obliga- 
tion. No salesman will call. Send name, address for FREE FACTS. 
NEWPORT/PACIFIC HIGH SCHOOL, 4401 Birch St., Dept. EAOC8 Newport Beach CA 92663 




















TAKE OUR PROVEN, 
40 LESSON HOME 
STUDY COURSE. 


CALL TOLL FREE 
(800) 874-0645. 

IN FLORIDA CALL 
(904) 255-0295. 




















YAMAHA XS11 SF. Continued from page 49 
over after 4.3 in. —110mm-—of travel). The 
fork is completely different from that used 
on the Standard Eleven in every particular 
except travel. It has a forward-mount axle, 
750 Special-type single-piston brake cal- 
ipers which use an insert fitted to a boss 
on the slider to locate the upper portions 
of the bias-beveled brake pads (this is 
done, we're told, to better control brake 
squeal), and is designed to function with 
additional springing provided by com- 
pressed air. Standard recommended 
pressure is 5.7 psi; maximum is 36. Our 
test model was delivered with 13 psi in 
each leg (measured with the front wheel 
on the ground), and experimentation re- 
vealed that, for all practical considera- 
tions, 13 is just about right. 

In keeping with the SF’s trick-o front 
fork there is a pair of adjustable damping 
shocks attempting—with some success— 
to keep things under control at the other 
end. Thumb wheels located beneath the 
upper shock mounting bosses have four 
click-stops, numbered one through four. 
The higher you dial the stiffer the rebound 
damping becomes. For all-around riding 
we set the spring preload in the third of 
five notches, and the damper adjustment 
on click number two. 

We were a bit confused by all this, to tell 
the truth. Why would Yamaha fit these 
technically advanced suspension compo- 
nents to a motorcycle whose layout was 
not really conducive to the kind of riding 
which would most benefit from their supe- 
rior action? There are several answers. 
The first has to do with value, real or 
implied. Last year’s Eleven cost $2989 at 
its introduction; the ‘79 Special will whack 
your wallet to the tune of $3699—a 
breathtaking $710 differential. The for- 
ward-axle air front fork and the superior 
rear shocks are the only components 
which significantly improve the function 
of the Eleven. Without them the price hike 
would be more difficult to swallow. 

Second, the Special Eleven is a new 
model, and factories like to apply new 
developments to new models—especially 
if those new models are top-of-the-line. 
Third, the suspension components serve 
to distinguish the Special from this year’s 
standard Eleven, which at $3449 is $250 
cheaper. Fourth—and far from last in im- 
portance—the new parts work better. 

We have vivid memories of the 1978 
Eleven’s high-speed handling perfor- 
mance in the mountains. For all intents 
and purposes the bike was acceptably 
accurate all the way up the middle of 
“brisk,” and deteriorated sharply beyond 
that level. Chase the ’78 Eleven a whisker 
past its limits and the impression was that 
all hell waited just beyond the next bend in 
the road. 

While we hesitate to believe that that 
bike’s handling characteristics were sole- 
ly the by-product of its suspension, there 
is no doubt that the Special’s fork and 
dampers do a terrific job of quelling the 


symptoms. The front fork springing can 
be stiffened to the point where geometry 
changes, ordinarily induced by braking 
deep into a corner, can be minimized— 
and so can clearance-stealing fork com- 
pression. Too, air-reinforced springing 
can reduce travel, and often the less 
travel there is the less pronounced are the 
high-speed effects of under-damping. 
The Eleven’s torque production works 
a terrible hardship on the rear suspen- 
sion. There is so much torque that the 
back of the bike rises and falls dramat- 
ically as the throttle is opened, closed, 
opened, closed. The situation is compli- 
cated by the engineers’ desire for com- 
fort, coupled with (or opposed by) the 
sheer weight of the rear wheel assembly. 
Any motorcycle could benefit from high- 
quality, adjustable rear dampers; the 


` Eleven cried out for them. The Special’s 


got ‘em. And they work. 

We do not mean to imply that the SF 
can now blitz down Racer Road like a Su- 
zuki GS1000; the conspiracy against that 
is simply too intricate. But the Special’s 
limits are a full order higher than those of 
the Eleven Standard. The Special is stable 
where the Standard was queasy, queasy 
where the Standard was into oscillation, 
and into mild oscillation where the Stan- 
dard was on the verge of being uncon- 
trollable. The SF never reached its 
absolute limits of stability during our test- 
ing—never, in fact, broke into anything 
resembling a full-glorious, four-color wob- 
ble. The overriding impression of the 
Standard’s moderate-to-high-speed han- 
dling was that it was loose, floaty—a bit 
like speeding along in a very comfortable 
bed. The Special retains a large measure 
of the Standard’s ingratiating comfort, 
while adding a taste of firmness and tight- 
ness that nicely complements the devas- 
tating capabilities of that monster of an 
engine. We once described the Eleven as 
a Rolls-Royce with a blown Chrysler hemi 
in it; the Special is more along the lines of 
a NASCAR stocker. 

If you've studied the specification sheet 
you've noticed that the SF has the same 
rake/trail dimensions as the Eleven Stan- 
dard. You have also noticed that the 
Special has a forward-mount front axle, 
and we'll tell you that the chassis are 
identical. Under normal circumstances 
offsetting the front axle would reduce trail 
by the exact horizontal amount of the 
offset. That hasn’t happened here, be- 
cause the fork pipes are carried at an 
angle 1.5 degrees steeper than that of the 
steering head, thus retaining the Stan- 
dard’s 130mm (5.11 in.) trail dimension. 

There is one curious side-effect: the 
Special is peculiarly unstable at very low ` 
speeds (below 10 mph). By moving the 
axle forward, the mass of the front wheel 
and all that brake apparatus creates a 
pendulum effect that is not nearly so 
noticeable on the Standard. Too, both 
bikes run a ton of rake—29.5 degrees (by 
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Enduro Jackets 
Sportshirts 
Star Gloves 

All Nylon Pants 
Enduro Boots 

Goggles & Face Masks 









There isn’t an 
inch of you 
malcolm smith 
hasn't thought of. 


(And in Mike Bell’s case, that’s 75!) 


Our entire line of quality 
sports apparel is available 
at vour local dealer. 


Our retail catalog of over 
100 pages of street and dirt 
accessories is $3.00 from: 


MALCOLM SMITH 
7563 Indiana 
Riverside, Ca. 92504 


Think of quality and 
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Grabber Boots i 


Bell Helmets 
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MX Boots 




















Get this beautiful cap 
free with the purchase 
of any Arthur Fulmer 
helmet.* 







_ 260 Monroe, Memphis, = 


; $ AIR A GN TA se CIRCLE NO. 54 ON READER SERVICE PAGE 
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YAMAHA XS11 SF ..Continued from page 134 
contrast the CBX’s fork is raked at 27.25 
degrees, the Kawasaki KZ1000’s at 26 
degrees). This angle adds to the pen- 
dulum effect—which disappears as soon 
as the motorcycle achieves enough 
speed for the front wheel’s self-aligning 
properties to take over. 

Perhaps the Special’s most important— 
and certainly most immediately notice- 
able—styling element is its buckhorn han- 
dlebar bend. High-arching handlebars 
have been central to the theme since the 
days of the Norton High Rider. Working 
with footpeg locations and tank/seat 
layouts, the handlebars establish the rider 
position that Yamaha's survey found to be 
so desirable back in 1971. In the case of 
the Special, we would only wish that an 
awareness of function had intruded on 
the decision to angle the handlebar ends 
so emphatically inward. The grips pull the 
rider’s elbows close to his sides and intro- 
duce an outward angulation of the wrists 
that we found to be extremely uncomfort- 
able (especially so in the case of one 
staffer who has suffered four broken right 
wrists). Too, despite the fact that the 
Special’s handlebar is rigidly mounted to 
the top triple clamp and is made from 
tubing with a heavier wall than that used 
for the Standard’s bar, the sheer distance 
between the rider’s hands and those parts 
which pivot the front wheel gives the 
bike’s front end a feeling of torsional 
flexibility not wholly attractive in fast left- 
right-left work. 

Which is a criticism that can serve to 
point up the somewhat confusing nature 
of this particular beast. Beyond being an 
absolutely terrific motorcycle, what the 
hell is it, anyway? If it's a boulevard chariot 
built for people who like to cruise con- 
templatively and in style, does it need 
state-of-the-art suspension, an engine 
strong enough to lift the mortgage right off 
your house, triple disc brakes, better- 
than-average cornering clearance, and 
sticky tires (which, by the way, don’t last 
long)? If it's a sport bike what's it doing 
with that George Roeder Replica crypto- 
apehanger handlebar? If it’s a touring bike 
how come it doesn’t have more cruising 
range, and a fuel gauge instead of that 
little red light that comes on just before 
you have to switch to reserve? 

This brings us back to our statement at 
the beginning of this test: If the XS Eleven 
Special is what it purports to be, then it is 
the most overqualified motorcycle on the 
market—the world’s fastest Triumph Bon- 
neville, the world's best-performing 
Harley-Davidson Low Rider. But the SF 
can not only make the connection with 
the people who use a motorcycle as a 
stage and care deeply how they look 
when they're on it; the bike also appeals to 
those who are committed to performance 
and function. To be able to touch both 
groups demands from a motorcycle a rare 
broadness, an almost magical capability. 
The XS Eleven SF has what it takes. © 
JANUARY 1979 
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SAVE MONEY! 


SUPER DISCOUNTS ON FAMOUS BRAND 
LOW PRICES, THEN 


oo ee TIRES & ACCESSORIES 


call TOLL- FREE 1-800-854-3103 TODAY! in Calif. 1-714-556-RIDE. 
@ BAC/VISA/M-Charge/Am-Exp credit card orders shipped same day. 


CONTINENTAL K112 (R) & RB2 (F) DUNLOP K91 MK Il 
The best high-performance and high Belted for high-speed 
mileage tire! * Indicates tubeless. performance and increased 








CHECK OUR UNBELIEVABLY 





































450H-17 K112 $46.13 510/80H-18 K112 $45.19 A | 
325H-18 RB2 $33.14 °510/80H-18 K112 $53.18 bo Use with or 

350H-18 K112 $38.04 325H-19 RB2 $36.05 2 W/O TUDES. 510H-17 $52.30 
400H-18 K112 $43.52 350H-19 RB2 $38.59 À 425/85VB-18 $45.93 ¥ 


510H-18 $49.33 
410V-19RIB $39.62 


DUNLOP SPORTS SENIOR/K88 


425/85H-18 K112 $44.48 *350H-19 RB2 $43.75 


*425/85H-18 K112 $51.99 
DUNLOP K81 Low profile front or rear tire. 



















qu Ee 1 ki) oa i 510H-18 NK Il ate Low sidewall blocks for extreme 

- .18 325H-19 F6 RIB $29.39 i 3 i 

3804-18 $940 5 FS RIB 2298 | cornering. Self-cleaning. d 

à 410H-18 $34.35  360H-19 $31.22 510-17 K88 $28.74 500-18 K88 $33.60 $, 
À 425/85H-18 $36.97  410H-19 $34.91 | 410-18 SSR $22.46 300-21 SSR $22.57 






460-18 SSR $26.28 325-21 K88 $27.64 e 
IMPORTANT: Tire prices include Fed. 


Exc. Tax. If you compare prices, be sure 
freight, F.E.T. and sales tax are incl. in 
total price quoted. Prices in previous 














































CHENG SHIN 
MOTOCROSS 
Super Digger copy. Top 


CHENG SHIN STREET 


K81 pattern, low profile and 
hi-speed rated — a super buy! 







































etui quality at lowest prices. En Re 

410/85H-18 $25.49 385-14 $15.43 (c) Phantom Rider 1978. 
460/85H-18 $28.34 rror) 410-18 nes 

510/85H-18 $32.55 marae |] 30-18 ed TUBES — aii sizes: ch. Shin $3.98. Michelin $4.98. 
325/360-19 RIB $15.79 | skowro 300-21 $17.82 Goodyear $6.49. Continental $8.96. Special with tire 
360/85S-19 $17.29 ' purchase: Ch. Shin $3.25. Goodyear $5.75. 







GOODYEAR EAGLE A/T & G/T 


Low profile, blackwall, street/touring tires. 


SHOCKS & SPRINGS aD 


— SAVE UP TO 35%! 
























510-16 A/T $39.98 450-18 G/T Il $43.50 MULHOLLAND rebuildable street and MX shocks — all 
510-17 G/T Il $47.01 325-19 A/T $28.62 lengths $38.95/pr. Springs: sgle rate $9.75/pr, 
400-18 A/T $34.86 350-19 G/T II RIB $33.72 $10.95/pr. 

450-18 A/T $37.81 MULHOLLAND LTG: LONG TRAVEL GAS SHOCKS — all 







A/T also available with Raised White Letters — tube- fġ 
type or tubeless. 


H-P EXHAUST SYSTEMS Increases cen 8-20%. 


Hooker Type Price (chromed) 
Hon CB/CL350 68-73 2 into 1 $82.73 


ute $69.50/pr. Springs: sgle rate $17.50/pr. Progr. 
pr. 


LOCKHART OIL COOLERS 


Honda Fours/GL 1000/Kaw 650/900/1000/Suz GS750/- 
Yam XS650/750 blk $64.98, chr. $84.98 H-D Sports/- 


























Hon CB750 thru 76 4 into 1 $121.57 Nor/Tri blk $58.98, chr. $78.98. New: 700SS kits — 
Kaw Z1, KZ900, all 4 into 1 $121.57 50% increased cooling — Honda Fours, Kaw 900/- 
Suz GS750 77-78 4 into 1 $140.14 1000. H-D Sports. Bik only $86.98. New! Thermostat 
Yam XS1/2/650, all 2 into 1 $82.73 valve — works with all coolers — $26.00. 

Yam XS750, all 3 into 1 $122.43 

Bassani Type Price (black) 

Hon XR75 73-78 up or dn $40.07 LESTER MAG WHEELS 

Hon CR250 thru '75 down $63.75 The unique cast alloy wheel system that accepts 


Kaw KZ650, all 4 into 1 $136.00 
Kaw H2 750, ‘74-76 3 into 3 $182.75 
Suz GS550, 77-78 4 into 1 $136.00 
Suz GT380/550/750 74-77 3 into 3 $182.75 
Yam 250/350/400, all twin $135.10 
Partial listing only. Kerker and Jardine 

exhausts also available. 


BELL HELMETS Save up to 12% 


R-T (road/trail) wht (std), red, blu, ora $47.25 


tubeless tires for less weight and improved handling. 
For BMW, H-D, Kaw, Suz. Front, from $124.00. Rear — 






from $158.00. Hi-lighted $18 extra per wheel. FREIGHT M 
INCLUDED. For details, call us toll-free 1-800-854-3103. | 


Call or send for FREE CATALOG. 1-800-854-3103 


RIDER WEAR MUSTANG TOURING BOOTS 


Unbelievably comfortable and light (only 3 Ibs/pr). In 
genuine black leather, 13%" tall, 34” hard-wearing 
rubber sole w/steel shank, zippered back. Scuff pads 























Magnum Il AIR wht, ora $69.75 on toe caps. In full sizes from 5 thru 13. $59.95/pr. 

ar wht (std), ora $87.70 

Star 120 wht (std). ora $79.90 BELSTAFF TOURING JACKET 

j Moto Star  wht (std), yel $78.85. © 100% WATERPROOF, this comfortable and stylish 
Sizes: 6%-7% Shoei helmets also available. jacket is made of heavy-duty polyurethane-proofed 


nylon with all seams sewn, solutioned and taped. Has a 
red, quilted lining and four pouched front pockets, 
Color: Black. Sizes: S (34"-36"), M (38"-40"), L (42"- 


44") $79.95. 
MATCHING PANTS: 27", 29", 31”, 33" inseam $59.95. 


NYLON MX PANTS —— 


Made of strong nylon, these pants offer maximum 
protection with plastic knee cups (removable) and thick 
padding at hips. Reinforced seat. In black, red, or blue, 


























with contrasting stripe. Specify size: 22-38 $38.65. Se. PHANTOM RIDER 3001 REOHILL AVE. COSTA MESA, CA 92626 
DE ON CU CON GUN GE CN GUN CN ON ON DEN GUN GUN ON CN M EN ON ON Ey 
SHIPPING CHARGES PHANTOM RIDER® 3001 REDHILL AVE., BIN 101, COSTA MESA, CA 92626 a 
must be added to all prices. Qty Size Description Price ea = i 
Minimum order West of Mid- East of gal 
is $10.00. Rockies West - oy 
Front tires 2.00 Bic Add shipping charges = 
Rear tires 2.85 JMo. Order ‘3 Cert. Check O Pers. Check (allow 2 wks. to clear) Calif, res. add EL 
Shocks, springs 2.25 H {2.25% deposit — will pay balance, plus freight C.0.0. 6% sales tax c | 
Exhausts 3.60 Charge to: O Visa/BankAm OM/Charge Am. Express TOTAL D 
Boots 2.00 D 3 Please send me your FREE catalog. ma 
Helmets/jackets 1.50 E Account No Exp. date sil 
/pants Bike: year, make. mode én Z 
AK, HI, PR, CZ, APO/FPO customers, use DE ame EL 
3rd col. Freight rates to Canada, add $3 to H Address D i 
amounts shown in 3rd col. All orders I City/State/Zip 
shipped fully insured. For COD orders, add 
$1.25 COD fee to freight charges. No CODs Ê g Yourphooerao.(day time) (en 2) D WN - 
to APO/FPO or Canada addresses. call TOLL- FREE 1-800-854- 3 R 
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SADDLEBAGS ........ Continued from page 31 


a circular pin tumbler key until the pin 
touches bottom in the hole. 

We loved the whole triangular layout 
with rack fitting bulge held by pin. We did 
not like the fact the narrow-handled key 
must be held in and turned simultaneous- 
ly each time the bags are mounted or 
dismounted. Ours turned rather stiffly. A 
permanently fixed device where the pin 
popped in and out at the turn of a key 
would be easier to use. 

The empty bags weigh 14.25 pounds 
and fit tightly into the motorcycle. The 
addition of our 42 pounds did no harm to 
bags or brackets, and the light fluttering 
the bags demonstrated did not adversely 
affect handling. 

One other minus is that when the 
mounted bags are opened on the bike, 
the lid swings down freely. We'd like to 
see a strap added to support the lid 
horizontally. Meanwhile, you must let the 
lid down gently while you squat or kneel 
under it to paw around inside. 

With bags removed, the chrome mount- 
ing structures are more noticeable than 
the black ones other manufacturers 
provide. Thankfully, they’re small. No lug- 
gage rack is provided, but a third Tribar 
can be mounted across the back to hold a 
third bag horizontally. We have reserva- 
tions about this, however, as it places 
additional weight high and far to the rear. 

Samsonite will soon market Tribar 


racks which will fit the rear decks of sports 
cars. Since they already work well on 
motorcycles and are the most likely to 
accompany you as airline luggage, the 
auto racks add another dimension to an 
already versatile product. 

Conclusion: As motorcycle saddle- 
bags, the Samsonite Tribar Touring Sys- 
tem bags aren't thrilling to look at. As 
luggage, they’re as good or better than 
anything we tested. They have a lot of 
usable space, interior tie-downs and di- 
viders, and simple, fool-proof mounting. 
You could rig your own lid-holding strap, 
but the screw mount is a bother, as are 
the bonnets. We find the Samsonites to be 
simple, tasteful, functional and versatile 
motorcycle luggage. A bargain at $299. 


CRAVEN CLASSIC 

From the Apollo Works of London 
come Craven Equipment’s Classic sad- 
dlebags. Craven has been in operation 
since 1946, manufacturing luggage 
racks, fairings, and (as saddlebags are 
called in England) pannier cases for mo- 
torcycles. While the Golden Arrow model 
has been in production since 1955, the 
Classic is a new design introduced in 
January, 1978. 

The Craven is the only fiberglass bag 
we found in a world of ABS. Craven chose 
to use laminated glass because they feel 
ABS is too susceptible to ozone and ultra- 
violet rays; moreover, fiberglass is more 


easily repaired. Fiberglass is often heavier 
than ABS, but at 16.25 pounds, and 26.75 
with brackets, the Cravens are middle- 
ground weight-wise. 

Cravens come in black or white, with a 
luggage rack integrated with the mount- 
ing brackets. Our white bags’ finish was 
glossy and brilliant, with a wide band of 
crinkle finish across the front and a sec- 
ond band encircling them. The whiteness 
is offset by a black handle and three black 
rubber dots atop the case which serve as 
bolt-head caps. A round, golden adhesive 
decal is situated on the lids. Despite the 
hinges protruding from the bottom of 
these vertically-split cases, they stand sta- 
bly on their flat bottoms. Since they are 
wide at front then taper off toward the 
rear, the bags are not interchangeable 
side to side. 

Opening the bags leaves no doubt as to 
their construction. Not only is the fiber- 
glass evident by its telltale pattern on the 
inside but also by its biting aroma. It is 
advised to air them out thoroughly before 
use. The interior is boxy but contains no 
straps. A black gasket encircles the open- 
ing, fitting into a groove on the lid. Despite 
appearances, they took in a moderate 
amount of water during our hose-off. 

Mounting the Cravens took us all morn- 
ing and into the afternoon. The instruc- 
tions show reasonably clear illustrations 
of the rack itself but fail to show how it fits 

(Continued on page 141) 





Sr ne PR I ee aaa 


` KERKER MAKES iT COOLER 


Send me ordering and price information 
on the KERKER OIL COOLER. 


NAME 
ADDRESS 
CITY. 


Kerker takes great pride in announcing the most dramatic improvement in 
motorcycle oil cooler technology ever—The Kerker Oil Cooler and the Kerker 
Cooler Control. Our exhaust tuning technology has revealed that today's high 
horsepower engines and leaner fuel/air ratios have increased oil temperatures 
approaching 250°F We don't have to tell you what those temperatures can do 
to your oil and your ENGINE. Therefore, in the Kerker tradition of uncompromising 
quality and the highest performance, we introduce the most rugged and efficient 
oil cooler system in the industry. 


Unlike the current fin-and-tube or serpentine coolers, Kerker uses a unique 
stacked plate design that is sturdy, compact and very efficient. This advanced 
design, developed for high performance aircraft use, will dissipate more heat 
from your engine than any other type of cooler. In fact, our standard cooler is 
more efficient than the so-called super coolers available. 


To prevent overcooling of the oil on cool days and to provide faster warm-ups, 
the patented Kerker Cooler Control regulates N 

oil flow through the cooler below 170°F. Its = bs < 

foolproof design keeps the cooler filled at 

all times and, in case of malfunction, by- % 

passes the oil back to the engine. 


The Kerker Oil Cooler carries a limited life- 
time warranty and will be repaired or replaced 
free of charge for as long as you own your 
bike. See warranty card for full details. 


For ordering information, send coupon to 
KENDICK ENGINEERING, INC., 7900 Deering 
Avenue, Canoga Park, CA 91304. ; 








The Vindicator 


If the fairing below strongly resembles our 
famous Windjammer, it’s no coincidence. In 
fact, we’re proud to say that our Vindicator is 
every bit as good in both quality and design as 
our highly acclaimed Windjammer® It offers to- 
day’s best aerodynamics, along with functional 
storage and excellent styling at a truly reason- 
able price. 

Perhaps the Vindicator is best described as a 
no-frills Windjammer at a no-frills price. It 
comes with the exclusive Vetter hardware 
mounting system and is available to fit a wide . 
selection of today’s leading motorcycles — how 
about yours? ; 

Check out the Vindicator and all the Vetter 
motorcycle components at your local dealer, or 
send $1 for our new 20-page catalog: 1150 
Laurel Lane, San Luis Obispo, CA 94301. 


First to do it right 





SADDLEBAGS ....... Continued from page 138 
to the bike. The brackets fit on the rear of 
the top shock bolts, then clip over the 
frame tube in the rear. A long brace clips 
over the rear of the rack frame, then 
attaches to the footpeg bracket. To mount 
the bags, two inch-high rubber cylinders 
must first be attached to their backs. 
These drop over a pair of L-studs which 
are attached to the bike and bracketry. 
Then a Dzus fastener is attached below. 
The customer must line up the bracketry 
first, then drill four small holes: through 
each bag to fit the Dzus mounting plate. 
The Dzus is a device which fits a spiral slot 
into a rigid wire. Once over the wire, the 
slot is rotated by turning the handle, spi- 
raling the slot along the wire and locking 
it. But when the Dzus is installed, the 
customer discovers that it is located way 
down at the bottom of the bag near the 
bike’s frame and is very difficult to reach. 
Then he notices the Dzus has no locking 
mechanism. Any strolling larcenist could 
liberate the Classics in moments. Alterna- 
tives would be to padlock the Dzus, but 
lock accessibility would be a real problem. 
Or the Cravens may be permanently in- 
stalled by using the enclosed U-brackets. 
So much for the removable aspect. . .. 

During riding, the Craven Classics flut- 
tered due to the flexing of the long bracket 
connecting the footpeg plate with the 
luggage rack. Our 42-pound load caused 
significant bracket deflection, and the flut- 
tering had a noticeable effect on handling 
in certain kinds of corners. 

Conclusion: Craven Panniers are a 
straightforward concept aimed toward 
simplicity. The configuration of the bags is 
simple. The interior space is all usable. 
The exterior is clean and attractive. But 
the brackets are woefully complex and 
heavy; installing them is an exasperating, 
time-consuming procedure; the attaching 
mechanism is barely accessible and not 
practically lockable; and the mountings 
system flexes when the bags are loaded, 
imparting a noticeable waggle to the bike. 
Basically, at $325 the Cravens are no 
bargain. As suitcases they’re reasonably. 
acceptable. As motorcycle saddlebags 
they’re second-rate. 


BMW/KRAUSER BAGS 

While owning the largest BMW dealer- 
ship in Europe, Mike Krauser decided that 
his customers needed a saddlebag better 
than anything currently on the market. 
The result, back in 1972, was Krauser 
saddiebags, equipment which has since 
become synonymous with BMW. 

But things recently changed. At the 
BMW distributorship we called the sad- 
dlebags on our BMW Krauser bags. Not 
so, BMW officials corrected. They were 
BMW bags. But they /ooked like Krausers. 
Several phone calls later, we were still 
stymied. Every BMW official told us the 
bags were made to specs by some un- 
known manufacturer—therefore they were 
BMW bags. Who made them didn’t matter. 
JANUARY 1979 





In desperation we ordered a set of 
Krausers to compare with the BMWs. 
After examination we can safely say that if 
BMW bags aren’t made by Krauser, 
they’re certainly made by the same ma- 
chines. There are only minor detailing and 
bracketry differences between them, so 
for our test we'll refer to them as BMW/ 
Krauser bags. 

BMW/Krausers currently come in only 
black and white. Krauser will be dropping 
its white models early in 1979. While these 
vacuum-formed, molded ABS bags are as 
light as the 12.5-pound Pacificos, their 
bodies are much more rigid. We mea- 
sured volume by filling all bags with foam 
packing chips, then transferring the chips 
to a graduated container. This method 
revealed a 1975 cubic-inch volume for 
each BMW/krauser, the most of any bag 
tested. But it’s not all usable space as, like 
the Vetter bags, these have complex, con- 
voluted backs and sides. Though their 
hinges protrude, the bags have broad, flat 
bottoms and sit flat. A pair of interior 
straps are provided in each. They contain 
warning decals stating they should not 
carry more than 22 pounds and not be 
used at speeds over 80 miles per hour. 

Differences between the two 
“marques” are minimal. The BMW lid has 
a small indentation for the round emblem. 
The Krauser has only a red decal and is 
not indented. When mounted and opened 
on the bike, the BMW bags’ lids are held 
open horizontally by a hinged lid brace. 
Lack of such a brace allows the Krausers 
to flop all the way open. And the locks are 
different. The Krausers use busy-looking 
copper-colored pushbuttons at each end 
of the locks. BMW’s locks lie more flush 
for a cleaner appearance. We'd give a 
slight nod to the BMW bags for hardware. 

The real difference between the bags is 
in their mounting brackets. BMW uses a 
one-piece tubular black steel rack which 
attaches at the top shock bolt, footpeg 
plate and rear fender. It takes some fool- 
ing with the taillight to put in place. 
Krausers use aluminum brackets which 
must be assembled and take longer to 
install. But do they look terrific! Made of 
cast, glass-beaded aluminum, you’d al- 
most rather put the pieces on a black 





SOUS) NIST TE © 





velvet background and hang them on 
your wall. BMW brackets for Slash models 
incorporate a luggage rack and cost $84. 
“S” and “RS” brackets are $72.80. Add 
the BMW bags, at a price of $268.60 per 
pair, and our “S” setup retailed for 
$341.40. The Krausers cost $70 for the 
racks and $275 for the bags, making them 
the most expensive two-piece system 
tested at $345. 

The Krausers would go on in about 1.5 
hours with the help of the one-page dia- 
gram. The turn signals had to be relo- 
cated. We were not able to actually mount 
our Krausers due to the fact the importer 
was out of “S” mounting hardware. 

The BMW bags arrived mounted on our 
test bike, so we were unable to sample 
their instructions. However, mounting the 
simple one-piece bracket should take less 
than an hour, and stock turn signals need 
not be moved. 

Each bag has two locks, and lock oper- 
ation is easy. A separate key is required 
for the dismount pushbutton lock. Access 
to the interior of the BMWs is fine, as the 
aforementioned brace holds the open lid 
horizontally. The braceless Krausers fall 
completely open. 

After hose-down, the Krausers dis- 
gorged three times the water of the more 
continent BMW bags. Since both have 
identical lids and sealing mechanisms, we 
can only assume that this particular 
Krauser bag was not as carefully fitted as 
its acceptably dry BMW counterpart. 

Conclusion: Besides some leakage in 
the Krausers, there isn’t much that can be 
said negatively about either bag. Though 
they're roomy, we'd like them better if they 
were boxier and held as much as their 
shape implies. The BMWs survived the 
42-pound test without complaint. We 
mounted the Krausers on the BMW 
brackets with the same results. 

For the few detailing reasons already 
mentioned, we have a slight preference 
for the BMW bags. The Krauser importer 
informs us that by press time Krauser will 
be using better quality lid latches, and the 
bags will incorporate a hinged lid brace to 
limit bag opening to ninety degrees. The 
bottom line is this: BMW bags are made 
only for BMWs. If you own a big Bavarian, 
get them. If you don’t, the Krausers are 
certainly acceptable. We rate the BMW/ 
Krausers second overall, slightly behind 
Samsonite in features and versatility, but 
better than Samsonite in access. 


ARTHUR FULMER 

GENERATION II LUGGAGE SYSTEMS 
At the far end of the spectrum are bags 
described by their makers as “ultra-pre- 
mium”. The Arthur Fulmer Generation II 
Luggage System was awarded “Product 
of the Year” by Industrial Design Maga- 
zine in 1977 and voted “Best Product” by 
the Art Center International Exhibition in 
Pasadena, California. But awards aside, is 
this three-piece motorcycle luggage sys- 

(Continued on page 142) 
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SADDLEBAGS ....... Continued from page 141 
tem worth $700? 

Arthur Fulmer has been in the automo- 
tive accessory business since 1919, 
manufacturing auto seat covers, convert- 
ible tops, car radios and electronics. The 
Generation II luggage was introduced in 
January, 1978. 

Ours arrived all wrapped in protective 
red flocking inside plastic bags inside 
foam sheets. And it is attractive. The 
three-piece system was color-matched to 
our BMW, hand-striped, and decorated 
with emblems featuring two leaping lions 
and a heraldic letter “F”. Since the Fulmer 
is sold only as a three-piece system, we 
tested it as such. 

The bags are 25.5-inches long, 6 wide, 
and feature a peaked roof. Access is by a 
‘horizontal dropping door similar to Vet- 
ter’s. The sewn handle is the most lux- 
urious we’ve seen. The rear wall of the 
bags is taller than the door, meaning the 
roof slopes downward and the floor up- 
ward to meet the door. It looks great, but 
when the bags are set on a flat surface 
they lean forward, sometimes toppling 
right onto. their custom hand-striped 
faces. No little: feet protect that lovely 
bottom paint from the ground or floor. 
Such unfortunate concessions to style at 
the expense of function were evident in 
many other aspects of the bags. 

The interior is a black speckle finish 
similar to the inside of a kitchen range. 
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Black nylon straps support the lid when it 
is open, and a second strap with an 
adjustable buckle fastens horizontally 
across the opening. Most of the interior 
space is usable except for a few minor 
indentations. But a problem exists in that 
at 5.75 inches deep, the bags are simply 
too narrow to accept a folded pair of 








pants or shirt laid out flat. Secondly, when 
the doors are open, the bags slump so far 
forward that they’re difficult to pack. 
Mounting the brackets took more than 
an hour. However, ours was a prototype 
rack provided for our test and not a pro- 
duction model. This might also explain 
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why it fit crookedly. The instruction book- 
let was complete, second only to Vetter’s. 

The chrome brackets, which include a 
luggage rack, are heavy at 15.5 pounds. 
With the pair of bags (17 pounds) and 
trunk (10.5 pounds), the 43-pound system 
is comparatively heavy, even subtracting 
the weight of the trunk. 

The brackets are supported by the top 
shock bolt and by a hanger 11.5 inches 
rearward. Much of the load. cantilevers 
out behind the supports. A chrome blade 
hangs down from the rack, fitting into a 
narrow slot on each bag. In the rear, they: 
lock with a pivoting latch which fits 
through a rectangular opening in the 
brackets. One key locks. them to the bike; 
a different key opens the doors. The bags 
are not interchangeable side-to-side. The 
recessed doors, fitted against a flat, heavy 
gasket, leaked minimally. 

We could not fit our full 21-pound load 
into the narrow Fulmer bags, so we set- 
tled for 16 pounds per side. It was plenty. 
The peak-roofed bags are arranged so 
their front halves angle downward. Still, 
nearly all the weight hangs considerably 
behind the rear shock and axle, and hard 
cornering induced some wobbling at rela- 
tively low speeds. 

While the Fulmers are virtuous in that 
they fit tightly into the motorcycle, they 
correspondingly sin in that they lever the 
weight far rearward. The.bags are so long 
that the taillight cannot be seen from the 
sides. Fulmer provides turn signals which 
are easily attached to the mounting 
brackets. The bags’ handles are inboard 
of the mounting brackets. To dismount 
them, you must slip a hand under the 
bracket and grab the handle while simul- 
taneously turning the key (way in the rear) 
with the other hand. It’s awkward. 

The travel trunk is fiberglass and a 
complement to the bags in styling and 
color. It fits onto the luggage rack with 
clips and a pivoting lock identical to that 
on the bags. A large backrest cushions 
the front of the-trunk. The big, curving lid 
hinges at the bottom. With its thick rubber 
gasket and gutter it looks water-tight, and 
it did perform very well in our hose-off. 
The trunk’s interior is also finished in 
oven-fleck, but it has a padded floormat. 
Lift the floormat to find ... a piece of 
recycled cardboard box. Fulmer explains 
it’s there to cushion the lower rivet heads. 
We feel a cardboard cushion in a set of 
luggage costing $700 is unacceptable. 

Conclusion: A representative of Design 
Works in Van Nuys, California, where the 
bags were designed, explained the phi- 
losophy behind. them. “They were meant 
to be an integrated, aesthetically-placed 
system which would not detract from the 
appearance of the motorcycle or upsetits 
aerodynamics.” All this was achieved. 
However, nowhere in the design philoso- 
phy was there a statement that the bags 
would function well as luggage. They 
don’t. The system is- heavy, awkward to 


dismount and awkward to pack or set 
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down. And when loaded, it had a palpable 
effect on our test bike’s handling. If you 
must have the best-looking luggage setup 
available and are willing to pay the price in 
dollars and lack of convenience, buy the 
Arthur Fulmers. But don’t plan to carry 
much in them. 


EPILOGUE: OUR TEST CASES vs. 
THE STATE OF THE ART 

In order of preference, we feel the most 
functional bags are the Samsonite, fol- 
lowed closely by BMW/Krauser, and 
more distantly by the acceptable Vetters. 
The Cravens are a lot of bother with no 
unusually good features to compensate. 
Arthur Fulmer bags are expensive deco- 
rations first and luggage second. The 
Pacificos are too flimsy for the job. 

Suitcase saddlebags are a coming 
trend in motorcycle luggage. They make a 
good deal of sense. But our testing also 
showed there are inherent disadvan- 
tages. Some are harder to mount than 
others. It is possible that their removable 
feature may at some time lock imperfectly, 
sending your expensive bag cartwheeling 
beside you on the freeway dispensing 
your luggage like a beauty queen throws 
kisses. Except for the Vetters, they aren't 
easy to get into while on the bike. To pack 
a suitcase you lay it out horizontally on the 
bed, right? What happens when you open 
that same suitcase while it’s mounted 
vertically on a motorcycle? And they get 
just as wet and road-grimy as your bike. 
Do you really want that dripping, greasy 
mess in your room? Weather-tightness is 
also a problem. 

Clearly, the state-of-the-art suitcase- 
style removable saddlebag has not yet 
been built. But what would it be like if it 
were? We believe the best bag would 
have these features: Its simple mounting 
bracket with luggage rack would bolt on 
in about five minutes. Each motorcycle 
would have its own individually designed 
rack—no sloppy universal mounts. Their 
big, boxy shape would be softened by 
paint and detailing work. The door would 
be recessed and drop down to form a 
shelf (á la Fulmer) supported by a BMW- 
type brace. Snap a button and the brace 
would release so the lid could lie flat for 
packing. It would load horizontally with 
perhaps a removable horizontal shelf in- 
side. The interior would be lined and 
feature those same little elastic-closed 
pockets sported by most suitcases. 

One key would fit one lock to open 
them; the same key would dismount them 
with a single lock. Off the bike, they would 
sit flat on a pad or feet and wouldn't pitch 
forward like a Saturday-night drunk when 
the door was opened. Material would be 
heavy gauge ABS, one-piece like Vetters. 

They would sit low and forward on the 
bike, weigh about 17 pounds per pair, 
have perhaps 2000 cubic inches of usable 
space and be priced around $300-350. 
And oh yeah, Craig Vetter would write the 
mounting instructions. @ 
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THREE FLAGS ........ Continued from page 100 
drawn in Tijuana. 

“How many riders have been through,” 
| ask timidly. 

“Only about 80 more and we'll close the 
checkpoint,” he says. 

| remount the BMW grimly, puzzled. 
How could this happen? | started near the 
front of the ride. No one passed me all 
night. The realization dawns: most of 
these lunatics have ridden straight 
through the night. Incredible! 

The BMW sings, burbles. The throttle 
hand twists harder as Labor Day traffic 
floats backward in my mirrors. How could 
| ever live it down if | finished near the 
bottom? The ego shifts into high. 

Soon the straight-through riders begin 
paying the price for their all-night heroics, 
and the BMW begins reeling them in like 
so many carp. Here’s a dozen or more ata 





roadside park snoozing on the grass un- 
der the trees. Restaurants are loaded with 
five and ten bikes whose owners are 
inside taking their hits of caffeine. On the 
road | pass them singly and in groups, 
riders slumped wearily on their mounts. 
Some passengers are actually asleep. 
(This is not a race . . . this is not a race.) 

| skip breakfast but eat a heavy meal in 
Bishop. “Try the cornbread,” a biker ad- 
vises, coming out. The cornbread is fine, 
but the time I’ve lost, the time. . . . 

Past Bishop the Mammoth Lakes area 
begins with mountains and heavy trees 
and curves. The BMW handles, but dives 
disconcertingly on its front legs when the 
front brake is liberally applied. 

The second checkpoint is in Bridge- 
port, California on a grassy plot near a 
quickie store. | sign in, noticing fewer 
black Xs than last time. My card is a jack 





The BMW RIOOS: Our Three Flags Classic Weekend Warrior 


® Cycle’s bike for the Three Flags Clas- 
sic was a BMW R100S, equipped with a 
Luftmeister fairing. The opposed twin 
was well broken-in; the odometer 
showed 7000 miles. Before the Three 
Flags event was over and the story filed, 
the German boomer rolled up another 
3000 miles of hard, fast highway work. 

High-mileage episodes definitely work 
in the BMW's favor because the bike can 
cool your enthusiasm on first impres- 
sion. The seat seems too hard, the bars 
too low, the grips too small. And the 
widely acclaimed smoothness is nearly 
absent in fifth-gear, 60 mph situations. 

Came the Three Flags. Thirty-two 
hours of riding in less than two days 
dissolved many preliminary impres- 
sions. The “hard” seat gave firm support 
on the 3300-mile round-trip. The bars 
were not too low, nor the handgrips too 
small. While the Three Flags is not a 
race, some folks make a damn brisk run 
of it. At 70-85 mph the BMW was 
smooth as a politician’s tongue, and it 
did not cause a recurrence of the Nytol 
buzz in the handlebar.. 

On the road, the BMW felt light and 
responsive, and it was stable and accu- 
rate in corners at a frisky pace. The 
bike’s good, soft ride was always easy 
on the rider. The low bars encouraged 
the rider to lean his body into a corner 
with the bike more so than he might on a 
Japanese machine. With rear springs 
preloaded at the lightest setting, drag- 
ging the brake pedal on the right—or the 
sidestand on the left—was as sure a 
thing as betting that the Dallas Cowboys 
will make the playoffs. Setting the 
springs on the third notch assured that 
dragging pegs would be only a once-in- 
a-while proposition. 

The Beemer suffers from its tradi- 
tional rising lurch when the clutch is 
engaged. This is no problem on the 
road, but it can be annoying during low- 








speed parking lot maneuvers. The sub- 
sequent rear-end squat when the throt- 
tle was closed abruptly quickly teaches 
a rider to downshift and shut it down 
with care, lest the rear tire chirp. 

The controls worked well. The only 
snag developed when the original clutch 
cable started binding, and it had to be 
replaced after 8000 miles. The turn- 
signal lever can be confusing, at least 
for non-BMW pilots. The control con- 
sists of one flat switch on the right 
handlebar. To signal a right turn you 
push the blade down, and vice-versa for 
left. It takes some time to get used to the 
setup despite the help of memorizing 
“Riding a BMWis a down-right up-lefting 
experience.” 

John Heibler, BMW's Western Service 
Manager, advised running the R100S 
between 3500-4500 rpm to avoid lug- 
ging the engine and to keep it running 
clean. When brought to those revs, the 
big Beemer is smooth. In fifth gear this 
corresponds to road speeds between 62 
and 80 mph. To keep within the engine’s 
optimum rev range, the bike must be run 
in fourth gear to stay within legal speed 
limits. Most likely, however, owners sock 
their Beemers into fifth, dial up 4000 rpm 
and watch for John Law. 

A few problems—all in the electrical 
system—surfaced during the Three 
Flags run. While leaving Tijuana at night 
in a cloud of arm-waving and horn- 
blowing, the BMW horn suddenly 
stopped working. Perhaps it overheated 
since it started working again a bit later. 
Then there was the business with the 
headlight. The low beam burned out on 
the quartz-iodine unit in Oregon. Later, 
the high beam went out. A quick trip to 
an automotive store turned up a new H- 
4 bulb for $9.45 plus tax. Finally, after 
finishing the Three Flags in 200 miles of 
rain, the bike sat a full day. The following 
morning it would not start. When the 


CYCLE 








of diamonds. Jack, seven, three . . . pos- 
sible nothing. 

The wind from the mountains blows 
hard now, irritating but not hazardous. 
The characteristic touring knot in my left 
shoulder begins attacking in earnest. 
Shifting in the seat, stretching, and lifting 
my head only make it burn more. 

On 395 in Nevada | catch more Three 
Flags bikes, all willing to share an amiable 
wave and a thumbs-up. One of the four 
sidecar rigs recedes in my mirrors. And a 
few Gold Wings. And four BMWs riding 
together. | cut the corner of Nevada and 
hit Reno to find traffic heavy, lights long, 
and little granny-ladies in polyester pant- 
suits crossing wherever they please. 

To Alturas the land is high and grassy 
like the Texas plains. The road is a delight, 
curving gently, rising, lowering through a 
land of old frame homes and barns and 


front cover was removed, about a half 
cup of water ran out. The points were 
sprayed with carbon tet, the cover and 
gasket replaced carefully, and the bike 
started immediately. Coming home 
down the Pacific Coast Highway rain 
was much more intense and lasted four 
days. But the BMW did not miss a beat. 

Gasoline consumption, reflecting 
road speeds of 70-85 mph, was high. 
The bike averaged 36.4 mpg on pre- 
mium. Returning home at reduced 
speeds, consumption fell to 48.2. 

BMW is known for its features and 
nice touches. The screw-in, locking gas 
cap sits flush with the tank. The quartz 
clock is becoming legendary for its ac- 
curacy. The BMW tool kit, complete with 
rag, is legendary for quality and finish. 
You still receive a tire patch kit and air 
pump with your German twin, and now 
there’s a cable lock included, which 
stores up inside the backbone frame 
tube. To reach the lock, you flip open the 
seat and lift the tool-kit tray. 

Our test bike came equipped with a 
Luftmeister frame-mounted fairing. De- 
spite the image of the Luftmeister being 
hand-made in a Bavarian workshop 
somewhere in the Alps by Hans und 
Fritz, the fairings are actually produced 
in Gardena, California. Luftmeisters are 
color-matched to BMW models, and the 
fairings are pinstriped. Turn signals are 
incorporated in the fairing, as are run- 
ning lights. Chrome moldings protect 
the fairing’s edges. Depending upon 
color, price ranges from $280 to $307. 

While its shape is similar to a Vetter 
Windjammer, differences abound. The 
Luftmeister is fiberglass while the Vetter 
is ABS plastic. The Gardena fairing is 
two inches narrower than a Windjam- 
mer. Sitting on the bike, the rider sees an 
interior styled in planes and angles. As 
an accessory designed for BMWs, the 
fairing has two flat, circular knockouts 
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feed stores, a Midwest setting under a 
wide, Western sky. 

The road winds into Klamath Falls, 
Oregon at dusk. The third checkpoint, 
which is just north of there, will open at 
four o’clock the next morning. Though | 
have not been tired during the day, the 
load descends with the sun and brings the 
groggy stumbles. After 650 miles | stop for 
supper, joining three members of the Ox- 
nard Windchasers. But | cannot hear the 
waitress for the booming in my ears. Can- 
not read the menu or remember what it 
says. | listen to my company but say little. | 
take a room and am asleep by 10:00 p.m. 

| awake at 5:00 a.m., turn on the TV and 
pack. Thundershowers are predicted for 
Washington and Oregon. | move the rain 
suit from the saddlebag into the duffel. 
The BMW is a quart low on oil. | have a 

(Continued on page 150) 


for the BMW clock and voltmeter. 

The acrylite windshield resembles the 
Windjammer's, but no pop vents are 
available. The screen is held in place 
with metal screws, which in time rusted 
and looked awful. A headlight-adjusting 





knob resides between the instrument 
spaces in the “dash,” and the BMW 
quartz-iodine headlight fits the shell per- 
fectly. The fairing incorporates a wiring 
harness to fit BMW electrics. 

The Luftmeister contains storage 
areas, but they have a disappointing 
amount of room. Snap open the ton- 
neau covers and reach forward. You'll 
run into the turn signals. Feel for room 
up above the headlight and you'll find 
little usable space up there because the 
light intrudes so much. Since the fairing 
tucks down so closely at the sides, 
you're left with only a shallow shelf and a 
narrow slot below it. The tonneaus do, 
however, have kangaroo pouches sewn 
into them; the pouches are covered with 
Velcro-closure flaps. These pouches, 
which also take up valuable room inside 
the fairing, are very convenient though 
they are not weathertight. 

The Luftmeister is a quality item, and it 
looks good with its color-matched paint. 
It’s made specifically for BMW motorcy- 
cles. It’s a direct bolt-on, and the fairing 
accepts BMW gauges. And those stor- 
age pouches in the tonneaus are conve- 
nient. In the event of a damaging tip- 
over, fiberglass is easier to repair than 
plastic. On the other hand, there are a 
couple drawbacks to the Luftmeister. 
The fairing's weather protection isn't 
exceptional at all. And the Luftmeister 
has little interior storage room. 

As for the BMW, it may not accelerate 
as hard as an XS11, nor ride in as cushy 
a manner, but the German twin is lighter 
in the mountains and goes around 
curves just fine. 





—Bill Stermer 
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SYLMAR CALIFORNIA 91342 (213) 367-1246 































CAN YOU STOP IN THE RAIN? 


THE NEXT BEST THING TO AN ANCHOR 
IS ONLY A WEEK AND A FEW DOLLARS 
AWAY. EIGHT STOCK SWIRL PATTERNS 
AVAILABLE FOR YOU TO CHOOSE FROM 


ALL PATTERNS PRECISION DRILLED ON 
COMPUTER CONTROLLED EQUIPMENT AND) 
COUNTERSUNK ON BOTH SIDES OF DISC 





Swiss Cheese 


WRITE FOR INFORMATION AND PRICING 


NELMAN FABRICATGAS DEALERS - SEND LETTERHEAD INQUIRY 


Bris MOBS @ UPADNU D JP 22858 














108 HOLES IN YOUR DISC. Return prepaid airmail for 
$29.95 M.O. Bill Bowman, Inc., 2546 Manhattan Ave., Mon- 
trose, CA 91020. 


Ye FAIRINGS AT WHOLESALE PRICES. Ducati style to fit 
most popular models $99.50 complete with mounts. Sase for 
catalog. Clubman Racing Accessories, Box 59, Fairfield, CT 
06430. 





FINEST QUALITY LEATHER motorcycle jackets, shirts, 
pants, boots, belts, gloves, vests, helmets, raingear. World's 
lowest prices. Immediate delivery. Catalog 25 cents. Herm's 
Leathertogs, Dept. C, 701 Northampton St., Easton, Pa. 
These glasses give full eye cover- 

Triple-braced wire frame. Free carrying case. Impact-resistont GLASS 
.75 per pair for Air Mail. Foreign orders add 1.25 per pair. Order from: 


18042 

SUNGLASSES => as low as 5.65 ea. 
age plus cable earpieces to keep 

them from flying off your face! Brow 

lens in choice of Grey, Green, Brown, Mirror, or Yellow. Fast delivery 
and money-back guarantee if not satisfied. Prices: 6.95 for 1 pair, or 
HIDALGO SUPPLY CO., DEPT.8 

P.O. Box 35339 Houston, Texas 77035 





Stop plucking bugs from your eyes! CA A, 
“i 
F Le 
bor keeps perspiration off the lens. Kb V4 
11.95 for 2 pair, or 16.95 for 3 pair. Add .45 per pair for parcel post, or 





TAYLOR'S ` 


NN GOGGLES 





SEND 35¢ FOR CATALOG 
P.O. Box 5023 + Santa Barbara, Calif. 93108 





BUSINESS OPPORTUNITIES 





NEW LUXURY CAR Without cost. Free Details! Codex-ZZ, 
Box 6073, Toledo, OH 43614. 


MILLIONS IN MAIL! Free Secrets! Transworld-17, Box 6266, 
Toledo, Ohio 43614 


EARN $1,000 MONTHLY, sparetime, homework, “GUARAN- 
TEED.” Free details, Write: UNICORN, ZD1, 1140 Chelton, 
Colorado Springs, CO 80910. 


ADVERTISING BUSINESS — You own it! $400 first week or 
money back. Write: Action Ad Clock, Room AC-375-HP, 1512 
Jarvis, Chicago, Il. 60626. 


$3000.00 MONTHLY. Start immediately. Stuff envelopes at 
home. Information, send self-addressed stamped envelope. 
Village, Box 508-ZDI, West Covina, CA 91706. 

















POSITIONS OPEN 





NEED SERVICE MANAGER for new 7,000 sq. ft. full-line 
Yamaha leadership in Central Wisconsin. Must have 5-year 
service background, management experience & healthy ambi- 
tion. Salary and equity position negotiable. Send resume and 
cover letter to: Funmobile Corp., P.O. Box 2325, Oshkosh, WI 
54901. 





INSTRUCTION 





CAREER opportunity; private airplane and commercial 
helicopter pilot license course. 150 hrs., $5,990.00. Fly seven 
days per week. Three hrs. or more per day. Brantly-Hynes 
Factory School, Box 1046, Frederick, Oklahoma 73542. 





EMPLOYMENT INFORMATION 





20% COMMISSION. Sales representation wanted. Japanese 
Manufacturer's factory direct warehouse backs you up with 
the most complete range of M/C bolts and nuts in U.S. This is 
a big extra profit opportunity for salespeople now calling on 
dealers. The Bolt King, 7350 Atoll Ave., No. Hollywood, 
California 91605. (213) 765-5844. 





Road Rider 


The only motorcycle magazine 
published solely for the touring 


rider. $10.00 for 12 issues, or 
send $1.00 for a sample copy 
to: P.O. Box 678, Dept. E, 
South Laguna, CA 92677 








1978 CYCLE BUYERS GUIDE 


Your first buy before you buy anything else! The 
only available single source of information to 
give you all the facts and figures needed for get- 
ting exactly what you want in a bike. Order from 
CYCLE BUYERS GUIDE, P.O. Box 278, Pratt Sta- 
tion, Brooklyn, N.Y. 11205 

Enclose $3* (postage and handling included). 
*Residents of CA, CO, DC, FL, IL, MI, MO, NY 
STATE, TX, and VT add applicable sales tax. 








EQUIPMENT AND PARTS 





NEW 80pg CATALOG SL 


($1.50 by Air Mail anywhere in the world.) 


Rar 
















TOLL FREE 




















FROM ANYWHERE in U.S.A. 
C GENUINE HONDA PARTS 
24 HR. MAIL UPS SERVICE 
State Year. Model, Eng. & Frame Nos 
R, Our New Parts & Access. Cat. Avail. Send 
9920 Farragut Rd., Bklyn. 11236 
H a N. Y. State CALL: 212-257-0230 
NORFOLK Box 81, Rte 1A 
MOTORCYCLES Norfolk, MA 02056 


A OUR 50th ANNIVERSARY 
$1.00 for Postage & Handling. $1.50 for Air. 
@) Division of Carl's Motorcycle Sales, Inc. 
SHIPPED SAME DAY 
Call (617) 384-7555 





BRITANNIA M/C SUPPLY; Triumph and BSA parts from 1947 
on. New and Used. 402 S. McClun, Bloomington, Illinois 
61701. Phone (309) 829-3117. 
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SS EASTERN CYCLE SALVAGE, INC. 
A Two floors of good USED PARTS 


L for most makes and models. Save 
<0 up to 50%. One day service. 
> WRITE: 
© DEPT. C, 87 PARK STREET 
Vy BEVERLY, MASS. 01915 (617) 922-3707 








fee Norton PARTS 


alone esr M ILLIS 
CYCLE 


Route 109 
Millis, MA 02054 
Closed Sun. & Mon. 


(617) 376-2679 





FORKING BY FRANK 


Fine fork tubes, any length for any bike, in- | 
cluding stock and under. Also other front sus- 


pension items. 
FRANK’S MAINTENANCE 
& ENGINEERING, INC. 


945 Pitner Evanston, Ill. 60202 
312) 869-6792 





PARTS: from ‘47 on... 


-G.P. Cycle Works. . 4721 Telegraph 
Ave. . ,Oakland, CA 94609 
-(415)658-9844 

-State: Make, Model, Year, I.D. No. 












oA x GUARANTEED 
A 
fau rate USEP PARTS 
k Honda Kawasaki Yamaha 
Suzuki Triumph 


All parts guaranteed in Good Condition 
2 LIST PRICE 1-DAY SERVICE M/C, B of A 
Write or call. Give make, model, yr., frame # 


ALL MOTORCYCLE PARTS 
20059 ROSCOE BLVD., WINNETKA, CA. 91306 (213) 998-1168 


HONDA YAMAHA 
USED & ARTE 


CYCLE SALVAGE, INC. 
172 Frontage Road, West Haven, CT 06516 (203) 933-1609 


Kawasaki SUZUKI 


GET 







































HARD TO 








Norton YAMAHA 


PARTS AND ACCESSORIES 
Largest stock in U.S. 
24 Hour Mail Order Service 


Dealers Welcome 
Nationwide 
except Missouri 








call 800-325-4144 

nes Missouri call: 
(314) 427-1204 

k 3328 Woodson Road 

INC. St. Louis, MO 63114 





PHONE: 
(714) 629-6674 


OYAL 
NFIELD « 


Mail Order Parts, Shop Manuals, etc. 
Largest Stock in U.S.A.—Tell us your needs today! 
702 W. Holt, Pomona, CA 91768 





rs TOLL Fare pe 
LRRSETESSORIES gp ARTS 














AC CALL TOLL-FREE ER Vy C 


800-423-5662 


HONDA & KAWASAKI PARTS » VISA e MASTER 
CHARGE ACCEPTED + ORDERS FILLED IN 24 HRS. 


' ; 958 N. Macla 
Altyn's Honda/Kawasaki San penama: Calit. 





and 















ene MONTESA CYCLES 
MOTORS Z 
BENELLI CYCLES 


Hatboro, PA 19040 
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U. S 
SED & RECONDITIONED PART 


CYCLE SALVAGE, INC. 
172 Frontage Road, West Haven, CT 06516 (203) 933-1609 








SACHS PARTS bymail order 


Repair, Restore your DIRTBIKE * 


Largest. most complete stock ot Sachs Engine parts for: Pen- 
ton, Sachs. DKW. Monark, MCB, Am. Eagle, Dalesman, Tyran, 










Saracen, with 100/125cc 5- or 6-speed Sachs engines. Send $3 
for parts book and $4 for factory repair manual. Fast service! 
SPEEDCENTER.U.S.A. Bin 101 (714) 979-4122 

* 3001 Red Hill Ave., Costa Mesa, CA 92626 * 












COCO CO CEO OCOTCOOOCHOOEOOOOEC® 


‘Road Touring Catalog: 


Hundreds of road touring accessories to keep 
you riding in comfort and style from the 
touring specialist at Lynnwood Honda. 

Order your catalog today and get in on our special 
touring buys. 
Windjammer SS............. From $289.95 
Vetter Vindicator............. From $249.95 
Oil Filters, (4 cyl. Honda) 10 or more . Each.79 


Please enclose $1 to cover postage & handling. 


Lynnwood Honda 
P.O. Box 1214 20307 Hwy. 99 Lynnwood, WA 98036 





Name 





Street 





.000000000000000ce00000cce 


City/State Zip 
000000000000000000000000000e0e 


2®2000000000000000000.0000e 





CLAS. 


SIFIED A 


DVERTISING ORDER FORM 








SAVE ON NEW parts. Approximately half of list on used parts. 
Most makes and models available. Cycle Salvage Center 
Sales, R.R. 3, Beatrice, NB 68310. 








BRITISH MOTORCYCLE PARTS 


LARGEST STOCK BE 
IN THE USA ser 


CALL FREE 800-854-0493 (except ca) 
British Spares Ltd. 


P.O. BOX 6192 ANAHEIM, CA 92806 714-635-5802 





BANKAMERICARD 














Sndim ROYAL ENFIELD 


PARTS BY MAIL ORDER 


Repair, restore, or customize your Enfield! 


USA's largest. most complete stock of over 2,500 different 
parts (all new) for all 52-70 models! Lucas, Girling, Amal, 
Renold, Smith parts also available. Send $5 for parts books and 


* 


$6 for repair manuals. Specify year, model, engine and frame 
numbers on all orders for parts. manuals. Fast service! 


Bin 101 


* SPEED CENTER.U.S.A. (714) 979-4122 * 
3001 Red Hill Ave.. Costa Mesa, CA 92626 





NORTON SPOKEN HERE. Our business is Norton parts and 
accessories — same day shipping, C.O.D. anywhere. Brian 
Slark — Classic Motorcycles, 1690 ‘D' Placentia Ave., Costa 
Mesa, Ca. 92627. (714) 642-8411. 





GOVERNMENT SURPLUS 





JEEPS — $59.30! CARS — $33.50 — 450,000 ITEMS! — 
GOVERNMENT SURPLUS — Most COMPREHENSIVE DI- 
RECTORY AVAILABLE tells how, where to buy — YOUR 
AREA — $2.00 — MONEYBACK GUARANTEE — Govern- 
ment Information Services, Department EC-10, Box 99249, 
San Francisco, California 94109 (433 California). 





PERSONALS 





MAKE FRIENDS WORLDWIDE through international corre- 
spondence. Illustrated brochure free. Hermes-Verlag, Box 
110660/Z, D-1000 Berlin 11, Germany. 





CONDOMS BY MAIL! 


Your choice of the best mens contraceptives 
Trojans. ribbed Texture Plus with “Pleasure Dots 













Sample Bold 45™ world's first colored condom with textur 
ing Stimulaand32 other brands Plain. attractive 
package assures privacy Service is fast and guaran- 
teed. Sample pack of 12 condoms. $3 Catalogue 


alone 25¢ Over 500,000 satisfied customers 
Write today: POPLAN, P.O. Box 400, Dept. CY-9A 
403 Jones Ferry Rd. Carrboro, N.C. 27510 





Please refer to heading on first page of this section 
for complete data concerning terms, frequency dis- 




























































































CITY STATE 


ZIP CY 1-79 








counts, closing dates, etc. WORD COUNT: 15 a 
a WORD MINIMUM. Include name and address. a 
t 1 2 $ Words 8 
a 4 5 6 $2.30 Commercial Rate | 

$3.45 Expand-Ad Rate 
8 7 8 9 $1.25 Personal Rate | 
8 10 11 12 Insertions 8 
8 Enclosed is $ 8 
8 13 1? 18 CHARGE: You will be billed monthly. | 
| 16 17 18 C American Express Master Charge | 
8 O Visa Diners Club a 
B 19 20 a Account # a 

22 23 24 

8 Expiration) Date. = | 
| 25 26 27 Master Charge Interbank # (4 digits above name) B 
8 28 29 30 ~ yz | 
G SIGNATURE | 
a PRINT NAME E 
= ADDRESS i 


Baw eee BRS ORS SESS S TT SASS See 





JANUARY 1979 
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laformat 


How To Find What You Saw And Liked 


Cycle Reader 
Brochure Service 


Here’s a listing of the latest in literature on 
commercially available motorcycle products. 
To receive any of the following materials, 
simply circle the number next to the item on 
coupon at right. Your request will be for- 
warded to the appropriate company. 


(101) PCP Technology: Four-page pam- 
phlet with facts about motorcycle ignitions 
in general and the PCP electronic ignition 
system in particular. 

(102) Goodyear Tires: Four leaflets featur- 
ing the Eagle touring and motocross tires; 
product features, engineering data charts 
and illustrations included. 

(103) General Regulator, Inc: Single-page 
data sheet listing uses and product fea- 
tures of the Crosstech Torch, a propane 
torch with crosswirl burner. 

(104) Tex-All Company: Facts about ‘‘Ga- 
Zee-Bo”’ custom-fit motorcycle covers with 
a guide to ordering for each brand and 
street-bike model. 

(105) RJS Engineering: Fact sheet on the 
RJS Kawasaki exhaust systems, including 
torque and BHP comparison chart. 

(106) Reeder Corp: Single sheet of facts 
and diagrams on the Gaspring ST-160 Air 
Adjustable Shock Absorber System. 

(107) JML Products, Inc: Six-page pam- 
phlet reprinting four product evaluations of 
the Travel Ease Water Cushion. 

(108) Corbin-Gentry, Inc: Fold-out color 
poster of the new Freedom Mark 4 Road 
Commander Saddle with optional ‘‘Cycle 
Arms’’; backside pictures other saddles. 
(109) CRC Chemicals U.S.A: Fold-out 
pamphlet showing uses and features of 
automotive maintenance chemicals. 

(110) Armor All Products: Introductory Kit 
including: fold-out brochure, free sample 
packets of Armor All Protectant, shopping 
list of products and accessories available, 
four-color decal. 


For any of the above information circle ap- 
propriate number on a coupon at right! 
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Here’s how you can get additional information concerning products and services 
advertised in this issue, the New Products Editorial Section, and the listing on this 


page: 

1. Clip one of the coupons. Print, or type, your name and address as 
indicated. Be sure to include Zip Code. 

2. Please circle the number on the coupon which corresponds to the 
number at the bottom of the advertisement, New Product listing, or 
next to the item in our brochure listing on which you wish further 
information. 

3. Enclose 25¢ to cover our processing costs. Your name will be for- 
warded to each company from whom you have requested further 
information: Listed companies will mail out literature as they deem 
appropriate. 

4. Mail Coupon and 25¢ to: Cycle 

P.O. Box 2904 
Clinton, lowa 52732 
5. Allow 4 to 6 weeks for receipt of literature and information. 


EE RTE aE TES woe PST 

CYCLE, P.O. Box 2904, Clinton, lowa 52732 Don’t Forget 
A Quarter 25¢ 

For Processing 


EXPIRES March 31, 1979 CC1/79 

















Name 
| Address 
= | 
State Zip Code. 
For information on items circle numbers below. AC 
i 2 3 4 5 6 7 8 9 10 11 12 13 
14 15 16 17 18 19 20 21 22 23 24 25 26 
27 28 29 30 31 32 33 34 35 36 37 38 39 
40 41 42 43 44 45 46 47 48 49 50 51 52 
53 54 55 56 57 58 59 60 61 62 63 64 65 
66 67 68 69 70 71 72 73 74 75 76 77 78 
79 80 81 82 83 84 85 86 87 88 89 90 91 
93 94 95 96 97 98 99 100 101 102 103 104 
106 107 108 109 110 111 112 113 114 115 116 117 
119 120 





C Please send me 12 issues of Cycle for $4.99 and bill me. 
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For Processing 
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The all weather 
jacket-in-a-pocket, 


Shown is K WAY no. 85 
that straps around your waist. 


full-zip jacket. 
No. 25 half-zip jacket 
is also available. 







| He 


KWAY... 
JUST IN CASE 


IT RAINS... 
IT SNOWS... 
IT BLOWS. 


K WAY provides instant, 
lightweight, colourful protection 
against changeable weather. 





Dealer Enquiries Welcome 


*Trade Mark of: 
Les établissements Leon Duhamel S.A. 
Authorized User: Dumo Sports Inc. 


Distributed in the U.S.A. by: 
Porthaoni U.S.A. Ltd., 

PO. Box 1 

Richford, ea 05476 


Distributed in Canada by: Northsport Ltd., 
135 Montée de Liesse, 
St-Laurent, Québec 








THREE FLAGS ....... Continued from page 145 
quart, but no way to get it back behind the 
left carburetor and through the cables to 
the filler. What to do? | find an old news- 
paper in the closet, fold it into a vee and 
pour the oil into the trough. It works. 

On the road at 6:00 a.m. I’m greeted by 
a cold, foggy morning. | pull ski mittens on 
over my riding gloves and tie a red ban- 
dana over my nose and mouth behind the 
full-face. The bugs are out in grainy 
clouds, pelting the fairing like raindrops. 
Fog hangs low, its little tails catching in 
the trees. It’s an eerie, beautiful morning. 

The third checkpoint, one shivering 
couple working out of their car trunk in 
the parking lot of Collier Memorial State 
Park, almost slips by in the fog. | draw 
another jack of diamonds. A pair! 

The BMW foursome I'd passed yester- 
day brakes on the road above the parking 
lot, almost colliding. When they swing 
down we recognize each other. Not only 
had | passed them yesterday, but we had 
met near San Diego heading for Tijuana. 

| unleash the BMW in the coolness. The 
low beam has gone out and | must finish 
before dark. The speedo creeps to 85-90. 
| pray that no deer dart into my path as | 
rush through the pine canyons. (This is 
not a race ... this is not a race) I’m 
ecstatic now as at the checkpoint | was 
told that only about 40 riders had passed 
through. | have a shot at finishing in the 
top 15 percent. 

Again the high plains country through 
central Oregon on Highway 97. The traffic 
picks up around 9:00 a.m. Two miles 
north of La Pine we were warned of a 
railroad crossing hazardous to motorcy- 
cles. It comes at me diagonally. | slow, 
crossing it at a 90-degree angle. | pass 
Bend and Redmond, reeling in more 
Three Flags Riders. The long overnight 
stop, which cost 10 hours, has refreshed 
me. The road is a little curvy, and some 
fields smell minty in the afternoon. Trees 
are everywhere. It is great to be alive! 

| come down into Biggs, Oregon and 
cross the long bridge over the Columbia 
River into Washington. Again the road 
climbs through the hills, and shortly | 
come to the last checkpoint at Brooke 
State Park near Goldendale. Coffee and 
hot chocolate are served with cookies. 
The three flags of Mexico, Canada, and 
the United States wave between the trees. 
My last card is a six. No chance with a 
lonely pair of jacks. But few numbers on 
the list have an X through them. Only 
about 20 or 30 bikes have been through. 

Now | have the scent for the finish. 
North of Yakima the road signs begin 
counting down the miles to Seattle: 136, 
124, 120. The knot in my shoulder con- 
tinues to burn and my badly-calloused 
throttle hand is becoming painful. 

About 100 miles from Seattle the moun- 
tains to my left cover over in fog. As | draw 
closer | see it isn’t fog, but rain. Soon the 
windshield speckles, then chatters, and 
the dull gloom of rain pours down. | pull 
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beneath an overpass to don my rain suit. 
The lone Harley-Davidson Cafe Racer I’d 
recently passed blasts by in the rain, 
throwing a huge, wet roostertail. 

| slow in the rain, remembering how the 
first wetness floats a layer of oil to the 
surface of the pavement before eventually 
flushing it off. At 60 mph | have no prob- 
lem, so | step it up to 70. 

| reach the outskirts of Seattle reasona- 
bly dry, but chilled and hungry. A Denny’s 
Restaurant appears, and | slosh in to find 
a line waiting. Do | peel off the wet suit, 
wait and possibly lose two hours, or do | 
go for it? The warm glow of finishing well 
in the Three Flags will last much longer 
than the supper. | decide to go for it. 

The rain pours now in sheets near 
Everett. | pass a Three Flags couple ona 
Honda 750. Finally, the Canadian border 
looms with its line of booths and guards. It 
is nearly 7:00 p.m. | pull beside a guard 
booth. A couple on a Yamaha triple eases 
in behind. They wave, calling out “Wel- 
come to Canada!” | wave back. The 
border guard clears me and I’m off again. 
Several miles later, while watching for the 
exit to the Classic’s finish at the Richmond 
Inn, the Yamaha passes me. | bristle. | 
haven’t come all this way just to lose a 
place to these people at the end. | crack 
the throttle in wet pursuit, bobbing 
through traffic at speeds near 90 mph. 
(This is not a race. . . this is not a race.) 
The sign for Richmond appears as | catch 
them. Soon Richmond fades and the next 
burg appears. My stomach flops and my 
neck goes prickly as the realization hits: 
these people aren't in the Three Flags! 

| exit in a panic, visualizing a whole line 
of riders streaming across the elusive 
finish line ahead of me, laughing. Now | 
know how Wylie Coyote feels when the 
Roadrunner outwits him. | hammer back 
to Richmond and exit. But where’s the 
hotel? On the main street | meet the 
couple on the 750 Honda l'd passed a 
ways back. They’re lost too. We split up. In 
a mile | haven't found the hotel. It’s be- 
coming very dark. Frantically | ask direc- 
tions at a fruit stand, feeling like Dustin 
Hoffman looking for the church in The 
Graduate. It's the other way! | rocket back 
and spot the hotel. 

Out in front a small group is standing in 
the drizzle to wave me home. | downshift 
and make the engine rumble. It is dusk. 
Colored lights reflect in the standing pud- 
dies. | pull under the flag-decorated 
FINISH banner and someone takes a pic- 
ture. Someone else shakes my hand. Per- 
haps a dozen other bikes are in the lot. 
“Get him the packet,” a third calls. “He’s 
earned it.” They hand me the packet 
which contains the belt buckle, patch, pin, 
and other items. Finally, | swallow hard 
and ask, “How’d | do?” 

“You're the fifth one in and the first 
BMW,” the tall man says. 

“Fifth!” 

“Yeah. Park it over there.” 

| park beside the couple on the 750 


a 


Honda, who are next to the third-place 
Harley Cafe Racer. Then | realize why | 
have come on the Three Flags. | came for 
the possibility of experiencing this feeling, 
for the possibility of doing it well enough 
to feel this immense elation and satisfac- 
tion. As | leave the bike after a 640 mile 
day my feet do not touch the ground. 


Riders filtered in during the night, then 
came in a deluge on Labor Day. The finish 
line closed Monday at 4:00 p.m., exactly 
66 hours after the group had left Tijuana. 

But reaching Vancouver did not mean 
the fun was over for Three Flags partici- 
pants. Monday was spent inspecting the 
bikes and meeting other riders in the 
parking lot of the Richmond Inn. It was 
evident that the Three Flags was a family 
run. Not only did couples ride together, 
but even one family of four finished with 
Mom and Dad on the bike and their two 
daughters in the black sidecar. Ross Tay- 
lor of San Bernardino, California made the 
entire run with Sam, his six-year-old cock- 
apoo, perched on the gas tank. The tank 
was upholstered in a leopard-skin fabric 
so Sam could grip it. When the rains 
came, Sam hopped into his rainsuit, 
which was a rubberized tablecloth. Ross 
added leg-holes with elastic closures. 

What was slightly surprising about the 
finish was that the earliest finishers did 
not live up to the stereotype image of the 
touring bike as a full-dress, shaft-drive 
machine. First bike in was an unfaired 
Suzuki GS1000 ridden by a young forest 
fighter from Tsawwassen, British Colum- 
bia. Then came a dressed Gold Wing, the 
Harley-Davidson Cafe Racer, an unfaired 
750 Honda and the faired BMW. What 
strikes one as unusual is that two of the 
first five finishers were totally unfaired, 
and three were chain-driven machines. 

Tuesday, organized tours of the area 
were conducted by the BCRR. One went 
north to the town of Squamish, the road 
winding along the water passage which 
separates the mainland from Vancouver 
Island. The ride was a mixture of grass 
and trees, ranges of blue mountains, 
clouds and the dark, moody channel. 

The festivities ended with the awards 
banquet Thursday night. Awards were 
presented to holders of the best poker 
hands. And to those who had done much 
to make the Classic possible. No awards 
were presented for finishing position. 

Thankfully, the Classic was a relatively 
safe ride with only one accident marring 
the northern run. Multiply the number of 
machines by 1530 miles, fudge in factors 
of fatigue and higher speeds, then con- 
sider the density of Labor Day Weekend 
traffic. The result is an amazing safety 
record. Yes, some made it a race. Most 
didn’t. But whatever we made of it, we 
enjoyed it, and we made a very safe trip. In 
fact, the only thing that could have ruined 
it would have been a master-sergeant 
telling us we had to do it. © 
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Tire mounting lube and 
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come in a lube makes tire mounting 4] 
range of easier on your fingers... a} Ii] 
styles to and your temper. f 
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comfort and vides a protective 
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Color coordinated helmets and XS 
leather jacket keep you as well 
| dressed as your bike. 
Helmets meet recognized 
safety standards. Goat- 
skin jacket offers snug 
fit and full protection. 












Before your next getaway, get 
over to your Yamaha dealer and 
see his wide selection of Genuine 
Yamaha parts and accessories. 
They could help make your next 
tour a genuine success. 
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Retail Display Plan 

All magazine retailers in the United 
States and Canada interested in earn- 
ing an allowance for the display and 
sale of publications of the Ziff-Davis 
Publishing Company are invited to 
write for details. Sales Manager, Select 
Magazines, 229 Park Avenue South, 
New York, N.Y. 10003 
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LETTERS Continued from page 8 
TOUCHING A NERVE 

| am writing in response to the ongoing 
patter of Mr. André Espaillat concerning 
the relative merits of his Gold Wing versus 
those of a Vincent Black Lightning (June 
and November issues). . 

First | would like to correct Mr. Espaillat 
in that, in fact, on numerous occasions 
Vincents have exceeded the 150 mph 
mark. In 1948 (30 years ago) a Black 
Lightning bumped the American speed 
record up over the 150 mph mark at 
Bonneville, and seven years later (1955) a 
Lightning enclosed in a homemade shell 
pushed the World record to 185.15 mph 
(solo). 

However, | am not writing solely to 
correct Mr. Espaillat but rather to respond 
to his near-sighted argument which 
touched an exposed nerve in me. 

Mr. Espaillat has made the mistake of 
assuming that his idea of what a motorcy- 
cle should be is “the” way it should be, 
and in so doing passes judgment on a 
superlative design of yesterday based on 
his standards of today. 

Everyone has (and is entitled to) an 
opinion of what a motorcycle should be; 
that is why the marketplace is full of so 
many different types of motorcycles and 
accessories, and this was as true yester- 
day as it is today. These Big Twins were 
designed by Phil Vincent and Phil Irving to 
be a certain type of motorcycle (they filled 
their place in history well). This is why 
some people still cherish these machines 
(or any other vintage thoroughbred for 
that matter), and that is because their idea 
of a motorcycle is not exactly your idea of 
a motorcycle and to them the Vincent 
offers something not available today. 

| realize that the motorcycle of yester- 
day is not appealing to everyone, but | 
believe every motorcycle has its place. 
Obviously if there were no market for the 
Gold Wing it would not be produced. 

But don’t judge a Vincent too harshly 
because it didn’t have an AM/FM-8 track, 
or 3 quartz halogen lights or an electric 
starter (Mr. E’s complaints in the June 
issue). If Phil Vincent had wanted to de- 
sign a plastic and fiberglass 700-pound 
Porta-Potty with a barn door up front, a 
living room in the middle and closet space 
in the rear, he would have managed |’m 
sure, and then it would have been you 
extolling virtues of the Vincent. 

As a student of engineering, I’ve come 
to realize the creative genius of some of 
the designers and engineers of yesterday. 
| wish | was half the engineer Phil Irving or 
Max Fritz (BMW) were. 

Someday | hope to put together a col- 
lection of some of the great motorcycles 
(by my own definition), and | hope it will 
contain a Vincent or two, a Brough Supe- 
rior, a Rennsport BMW, maybe a M.V. or 
two or a LeMans Moto Guzzi, maybe even 
a Vespa Scooter. And | plan to ride each 
of them as often as | can manage because 
| love my motorcycles. lm sorry but the 


Gold Wing just doesn’t make it in my book, 
as the Vincent didn’t make it in yours. 

Mark S. Gibson 

Narragansett, Rhode Island 


CROWDED IN THE BLENDER 

| apologize for my little brother who is 
responsible for this whole high-speed- 
frog mess, and | had begun to think that 
reader Espaillat had brought a bit of sci- 
entific sense to the issue. Now | wonder. 
André, how did you get your Gold Wing 

into a blender? Who is Vincent? 
Bob Ginn 
Rodent Park, California 


The people who write these idiotic let- 
ters should insert their heads into a 
blender and see if they have the same 
theoretical velocity as a frog. 

Greg Schill 
Marble, Pennsylvania 


WANT TO KNOW WHERE TWISP IS? 

It was the “Amoco Cadiz” that soiled 

coast of France, “Twisp” is located in 

Washington, not Oregon, and Salmonella 

fisherman seldom retire—they simply re- 
quire careful treatment. 

George C. Clymer 

LaGrande, Oregon 


WIRED 

Will you print a helpful hint to inform 
BMW owners who may experience my 
problem? 

My spark plug cap broke down and 
BMW dealers want $31.25 plus tax to 
replace each cylinder wire. 

| used a NIEHOFF Silicon molded auto 
ignition wire P/N 19-726, wire size 7mm. 
The 7mm is the only one that will fit in the 
BMW coil. Cost per wire is only $2.37 plus 
tax. You can buy these wires in both the 
Hepalon and Silicon molded insulation. 
The Silicon is a high temperature type, 
and | prefer this for my own use. 

Ken Marvin 
Orange Park, Florida 


TOURING WITH THE REVEREND 

Just wanted to wish Bill Stermer suc- 
cess on his tour with the Reverend as he 
leaves the Cycle offices and climbs an- 
other notch on the way to a long a socially 
redeeming career. Reverend Mike is 
being so kind in offering Billy a chance to 
show the Midwesterners and their South- 
ern counterparts to what levels one can 
drop if life’s excesses are not avoided. 

When the caravan stops in Evanston, 
as it surely must since the W.C.T.U. is 
headquartered here, | would be very hon- 
ored to have Bill stay at my spacious 
quarters (to which he is so accustomed) 
as my guest. The spare cot is quite com- 
fortable, and if | can be assured that his 
gestures, wheezes, coughs and such are 
only a necessity of the impression of the 
circumstances to be so rendered to the 
people attending-one of the good Rever- 


end’s statements of decadence and its 
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relative lack of merit; I’m sure his com- 
pany will be enjoyed very much. 

John Fischer 

Evanston, Illinois 


SR WITH THE LEAKS 

My 1978 Yamaha SR500E’s gas tank 
cap leaked so severely under hard accel- 
eration and cornering that | was limited to 
filling the tank with only a gallon of gas- 
oline. 

After one particularly large spill and 
subsequent cryogenic cooling of those 
parts of the body which should be kept at 
normal operating temperatures, | re- 
searched and discovered the source of 
the problem. It seems that the rubber gas 
cap gasket had been installed upside 
down at the factory. By simply reversing 
the gasket the problem was alleviated. 

Richard A. Covel 
Norwell, Massachusetts 


500 GP RACERS 
Your Editorial in the November issue 
pleased me no end, and | do hope the 
AMA people read it, think about it and 
without further delay, do something to 
bring what has been the backbone of 
European racing for so many years to this 
country. Maybe even M.V. Agusta would 
honor that move by dusting off the 500/3. 
And then, maybe, just maybe, we street 
riders would benefit from it all with some 

really good, fast, light 500cc road bikes. 

Or am | just day-dreaming? 
Maurice Brouha 
Long Beach, California 


CHEAP TRUNK 
A recent move increased my commut- 
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ing distance from three to eighteen miles 
and convinced me that, despite my prefer- 
ence for a quarter fairing and R 90S bars 
on my 1978 XS 750E Yamaha, it was time 
for a travel trunk. A quick look at prices 
discouraged me: J. C. Whitney’s cheapest 
costs around forty bills, plus shipping. 
How to make a decent one at a cheap 
price? That is the subject of this letter. 

A trip to Wamser and Ferman, a local 
camping supply store dealing mainly in 
manufacturers’ seconds, provided the im- 
mediate solution. They sold me an Igloo 
cooler, 25-quart capacity, for $10. The 
cooler is all plastic, approximately 13 
inches high, 18 inches long, and 11 
inches wide; the defect(s) has not thus far 

- revealed itself. Mounting the cooler to my 
luggage rack was not difficult. For mount- 
ing brackets, | chose pipe straps, which | 
lined with rubber gasket material. To de- 
termine the proper size of pipe strap, | 
used a piece of coat hanger for a model. 

The choice of fasteners posed the only 
real question, because | did not want to 
leave screw heads exposed on the out- 
side of the carrier. The answer here was 
to buy binding screws of the proper 
length. Binding screws might be de- Address 
scribed as hollow rivets, internally City 
ï (Continued on page 154) 
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LETTERS ................. Continued from page 153 
„threaded to receive a screw at one end. 
They are inexpensive, and when properly 
installed, present what looks like a rivet 
head to the outside of the carrier. 

Finally, | replaced the nylon hinges with 
brass ones and attached a double-hinged 
hasp. The double hinge feature is neces- 
sary to make the 90-degree turn from the 
top to the side wall. A heavy duty black 
bungee cord (the kind made of solid rub- 
ber rather than the more common fabric- 
wrapped variety) mounted up perfectly 
after | removed the cooler’s two side 
handles. By pushing the hasp back 
against this cord when inserting the 
padlock, | am able to reduce the rattling 
and clanking of the hasp and lock to 
virtually nothing. 

The total cost of this travel trunk, not 
including the lock, came to about $16. It is 
extremely sturdy and looks quite profes- 
sional. | have noticed no difference in 
handling. Besides providing a strong, se- 
cure, and dry storage space for books 
and other small articles, the trunk is a 
terrific boon to Saturday jaunts in the 
country, since lunch and my favorite bev- 
erage stay cool much longer. | can’t wait 
to take the bike camping. My only com- 
plaint is that | still can’t get used to a café 
racer with an ice box in back. 

Curt Hartog 
St. Louis, Missouri 


TWITTERINGS 

The introduction of Yamaha’s SR500 
has inevitably been followed by many 
comparisons to the legendary BSA Gold 
Star, replete with tired old clichés about 
oil leaks, hard starting and vibration. Most 
of these comments can be dismissed as 
the ramblings of the uninitiated, as in 
standard factory trim the Gold Stars usu- 
ally started fairly easily and did not vibrate 
or leak any noticeable amount, but when 
a journalist as widely read as Gordon 
Jennings makes the flat statement that 
the Gold Stars made fewer horses than 
the ’78 SR500Ẹ, then it is time to set the 
record straight. 

As early as 1956 the 350 Gold Stars 
were putting out 29 bhp in Clubman trim 
(lights and “twitter” silencer as standard), 
while typical tests in 1960-1962 show the 
500DBD Clubman attaining 38-39 bhp at 
7000 rpm with 30.0 Ibs./ft. of torque. 
Dependent on gearing selected, top 
speed was 110-115 mph. 

If Mr. Jennings does not believe the 
factory specifications, he should dig out 
some magazines of the period and read 
the independent tests. They make Ya- 
maha’s 29.08 hp @ 6500 look a little sick! 

The Yamaha is undoubtedly more reli- 
able and refined than the old British 
singles—after 15 years of improved mate- 
rials and technology it ought to be—but 
for horsepower, torque and handling, it 
still has a way to go. 

Unfortunately, nothing will bring back 
the Gold Star, but it is refreshing to note 
154 





the increasing interest in 500 single road- 

sters, and, to paraphrase Rolls Royce, 

“The Gold Star is honored to be consid- 
ered a standard.” 

P. Burrows 

President 

Gold Star Owners Club 


IN THE EYE OF THE BEHOLDER 

| would like to respond to Andre Es- 
paillat’s letter in your June issue. Unlike 
Mr. Espaillat | have had the dubious plea- 
sure of riding a Gold Wing as well as my 
Vincents. | will agree that the two ma- 
chines bear little resemblance. However, | 
do own a machine whose ride is quite 
similar. In fact, it also can go 40,000 miles 
on a quart of oil, run many lights, has a 
tape player, gives no vibration, is started 
electrically, and is very reliable. In the last 
10,000 miles it has used no oil, no tires, no 
headlamps, the same 8 spark plugs, and 
only one set of points. It currently has 
113,000 miles on it with no engine work. 
What is this remarkable machine? It’s a 
1966 Ford Station Wagon and | paid $300 
for it. 

| must disagree with Mr. Espaillat’s as- 
sessment of the demise of the British 
motorcycle industry. It died because peo- 
ple like him chose to purchase disposable 
motorcycles with loads of gadgets at cut- 
rate prices over QUALITY. Didn't all of you 
ever stop to ask how the Japanese could 
sell such seemingly sophisticated ma- 
chines for far less than the simpler Euro- 
pean bikes? The answer is that they chose 
to use ingenious engineering to compen- 
sate for cheap materials. By using high oil 
pressures they were able to leave out 
most engine bearings (Honda camshafts 
run on bare aluminum). Problem is, what 
happens in case of loss of oil or 50,000 
miles (often less)? You can’t replace the 
bearings—THERE AREN'T ANY. So, you 
must buy a whole new head, etc. What 
happens when Honda stops making 
them? All Japanese designs are similarly 
deficient. In Mr. Espaillat’s beloved Gold 
Wing the cylinders are not detachable 
from the crankcases. You have to split the 
cases to do a simple boring job. 

To give you an idea of what QUALITY in 
a motorcycle is, let's go back to the Vin- 
cent. They went out of business because 
they were built of the best available mate- 
rials without regard to cost. The front 
forks were made by Bristol Aircraft to 
aircraft specification. The crankcases 
were also made to aircraft specification. 
The crankcases and all covers were ma- 
chined together and stamped with match- 
ing numbers. All pistons and barrels were 
individually graded and matched. Shadow 
internals were polished. Black stripes with 
red pinstripes were hand-painted on the 
rims. All transfers and lines were real gold 
leaf. Engine and bike parts were stove 
enameled, not just painted. Chronometric 
gauges were used. Each magneto was 
checked out. Wheel axles were of stain- 
less steel with tommy bars (no tools re- 


quired to remove). Knurled aluminum 
chain adjusters were used. They came 
with a tire pump, a folding rear fender, and 
two side stands that also formed a front 
stand. All pedals and the seat were fully 
adjustable for each rider. Brass, alloy, and 
stainless steel were used wherever feasi- 
ble. This is QUALITY, and I’m afraid that 
except for a few European machines, it’s 
all but gone from motorcycling. A true 
motorcyclist appreciates QUALITY and 
looks for it; that’s why Mr. Espaillat’s so- 
called “antiques” are fetching astronomi- 
cal sums. Go down to your local Triumph, 
Ducati, Moto Guzzi or BMW dealer. Look 
close at the machines. You'll see some- 
thing you haven’t seen before—QUALITY. 
Vincents aren’t perfect, but it’s a credit to 
them that thirty years after the initial de- 
sign, they’re still the best motorcycle in 
the world. 
David Dicks 
Crofton, Maryland 


DAT OL’ DEBBIL PROFIT 

An important factor in, motivating the 
AMA is motivating those who support it. If 
these people were aware of the possible 
financial rewards that come with larger 
audiences, they would soon be motivated. 
Financial profit may not be what motivates 
a racer, but winning is. And in order to win 
you need talent and money. Profit realiza- 
tion is what motivates those who can 
make road racing good for everyone. 

It is true, virtually all we see at AMA 
points road races are TZ750s. Only one or 
two riders in the U.S. are getting help plus 
salaries from Yamaha—maybe none with 
Roberts and Baker gone. If the factories 
were competing here, there would be 
more benefits for the riders. With the 
participation of more than one company, 
more than the one-brand-fan would show 
up at the gate. Few can deny that almost 
all first-time road race observers come to 
see their brand in action. Which means 
Production! Not only should the AMA go 
to F500, but more importantly, it should 
give points (National points) and top bill- 
ing to the Superbike Production class (or 
something less modified). Only with time 
does a race fan come to appreciate the 
G.P. class. But even veteran race fans 
identify better with Production machines. 
If the money were in Production then the 
big boys (Roberts, Baker, Aksland, etc.) 
would be in Production. With the big boys 
in Production the gates would be larger, 
because the first time road race observers 
would be more apt to return due to the 
identification factor. And if the gates were 
larger there would be more media (TV) 
coverage. More TV coverage means even 
more first time observers. Money, money, 
and more money. 

L. Walton 
Daly City, California 


Address all correspondence to Cook Neil- 
son, “LETTERS,” CYCLE Magazine, 780-A 
Lakefield Road, Westlake Village, CA 91361. 
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The name on the Howe Fairing (left) — Windkutter Mark IV— 





has been streamlined to Kutter (right) . . . pure design from around $229. 


Which Fairing is the Kutter? 


Bz: Behind each of these fairings is 
the Howe Engineered Sales Com- 
pany know-how you depend on. Now 
the name is simpler and shorter. But 
Kutter still means equipment designed 
for capacity, comfort, rugged depend- 
ability and classic styling. And Kutter is 
still competitively priced. 

That means you can enjoy Kutter's 
impressive, street-savvy appearance— 
handsome even at a standstill—without 
a huge investment. And when you take 
to the road, Kutter accessories will pro- 
tect you from anything man, machine 
or Mother Nature can dish out. Whether 
you're up at dawn for a cross-country 
tour or on the turnaround of a com- 
muting trip, Kutter puts design in your 
favor. Distinctive design that works. 
Tested design that performs. Detailed 
design that makes your motorcycle easy 
on the eye and on the road. 

For the latest brochure — FREE — see 
your Kutter dealer. Or contact Howe 
Engineered Sales Company by mail or 
telephone. Check Kutter out soon. 


GS == 
Howe Engineered doles Campony 


P.O. Box 642, Cedar Falls, lowa 50613, 319-236-9606 





The Kutter Total Package combines the four 
most popular accessories — fairing, mini- 
skirts, saddle bags and packer. 





Above: Kutter Saddle Bags have built-in 
turning signals, taillights and standard side 
running lights. Kutter Packer is side-opening 
travel trunk; holds two helmets. New radio 
and instrument housing also shown. 


Left: Kutter Hauler, 24 cu. ft. capacity. 
Timken roller bearings, spring shock suspen- 
sion, 480 X 8 two-ply tubeless tires. Univer- 
sal Hitch for easy installation. 


Production/ Operations 3244 Wagner Road, Waterloo, Iowa 50703 








